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WHY NOT TAKE THEIR OWN MEDICINE? 


Whatever may have been his purpose in making pub- 
lic this week correspondence showing that the Coal 
River Collieries Company, which is controlled by mem- 
bers of the Brotherhood of Locomotive Engineers, re- 
fused to pay the union wage scale to miners in the 
brotherhood coal mines, John L. Lewis, president of 
the United Mine Workers of America, performed a 
public service by that act, particularly at a time when 
Senator La Follette, backed by railroad union leaders, 
is seeking the presidency on a platform calling for sub- 
stantial reductions in railroad rates. 

The correspondence made public by Mr. Lewis re- 
vealed that the Coal River Collieries Company refused 
to sign a wage agreement with the United Mine Work- 
ers of America. In a letter to Warren S. Stone, who is 
the head of the banking coal and rail interests of the 
members of the Brotherhood of Locomotive Engineers 
and also treasurer of the La Follette-Wheeler party, Mr. 
Lewis said the Coal River Collieries Company has as- 
sumed the-same attitude as other operators in the field 
in attempting to force the union men to take a wage 
reduction. 


“This is an intolerable position for a coal company 
whose stock is largely owned and whose affairs are di- 
rected by union men to occupy,” said Mr. Lewis. 

On the other hand, according to the published cor- 
respondence, Mr. Stone said the miners’ union failed to 
carry out its agreement with his company when it was 
operated on a union basis. 

The following excerpt from Mr. Stone’s letter is sig- 
nificant : 

The members of the Brotherhood of Locomotive Engi- 
neers who have invested $3,000,000 in these properties, are en- 
titled to some return on their investment, yet at the price at 


which coal is selling, and the cost of mining under the Jackson- 
ville agreement (the agreement signed at Jacksonville, Fla., be- 
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tween coal operators and the United Mine Workers of America) 
it is impossible for the union mines to break even. 

We are not interested in the squabbles between 
Mr. Lewis and Mr. Stone, but we are interested in the 
fact that Mr. Stone, apparently, recognizes that the 
wages an industry pays and the. price received for its 
product have some relation to the “return on invest- 
ment” in that industry. We are at a loss to understand 
why Mr. Stone, as operator of the brotherhood mines, 
does not apply to such operation some of the La Follette 
ideas and thus be in a position to pay the wages de 
manded by Mr. Lewis. 

Mr. La Follette appears to be certain that the “ex- 
tortionate” railroad rates being exacted of the public 
can be reduced. With some of La Follette’s chief back- 
ers being railroad labor leaders, it is presumed that the 
“Progressive” does not contemplate asking railroad em- 
ployes to accept a reduction in wages to help bring about 
a reduction in rates. Mr. La Follette knows how rates 
may be substantially reduced without any wage reduc- 
tions being made. He should help Mr. Stone in his di- 
lemma. No doubt it goes hard with Mr. Stone, as a 
champion of the interests of the working man, to have 
to refuse to pay the union wage in the brotherhood coal 
mines, and any assistance from Mr. La Follette would be 
acceptable. 

As we understand Mr. La Follette, his plan for 
bringing about lower freight rates without reduction in 
wages contemplates reducing the valuation of the rail- 
roads to the basis of what he calls the “prudent” invest- 
ment. It would be logical, therefore, for Mr. La Follette 
to advise Mr. Stone to write down the value of the 
brotherhood properties to a basis on which they could 
earn “some return,” after paying the wages demanded 
by the coal miners’ union. The $3,000,000 investment 
of the brotherhood interests may not have been a “pru- 
dent” investment. If it could be scaled down sufficiently, 
a return could be earned at present coal prices and at 
the wages demanded by the miners’ union. It really is 
a very simple proposition—but evidently Mr. Stone does 
not think so. 

LA FOLLETTE AND FREIGHT RATES 

In this column in the August 30 number, we criti- 
cised an address made by C. D. Morris, representing 
the Western Railways’ Committee on Public Relations, 
in which he said that “there is not a single word on the 
rate question in Mr. La Follette’s platform,” and pro- 
ceeded to draw conclusions from the omission. We 
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pointed out that Mr. La Follette’s platform contains 
several references to freight rates and that it declares 
for rate reductions. Mr. Morris has taken us to task for 
this. He says we are referring to what Mr. La Follette 
has said in speeches and otherwise, and not to his plat- 
form. He says he based his speech on the platform 
adopted by the Progressive Conference at Cleveland, 
July 4, which endorsed the La Follette candidacy, and 
that this platform contains no reference to freight rates. 

We are not interested in “showing up” Mr. Morris. 
Our only interest is in getting this matter straight so 
that the public will understand it and so that the rail- 
roads and others will present it properly instead of mis- 
representing it. 

In the first place, Mr. Morris, in his address on 
which we commented, referred to “Mr. La _ Follette’s 
platform.” Mr. La Follette’s platform is not the plat- 
form adopted by the Cleveland Conference nor by any 
other group that may have endorsed his candidacy. It 
is a distinct document, the nature of which is fully un- 
derstood by those familiar with the situation and that 
can easily be understood by those who will investigate. 
We had it before us at the time our editorial of August 
30 was written. It contains exactly the things we said 
it contained. The question is not what the Cleveland 
Conference, or the Steuben Society, or any other group 
has done, but what is the platform on which La Follette 
is running for the presidency of the United States. 

To make certain that we were correct as to what the 
La Follette platform is, we wrote, under date of Sep- 
tember 9, to the La Follette Progressive Headquarters, 
Morrison Hotel, Chicago, asking for a copy of the plat- 
form “on which Robert M. La Follette is running for 
the presidency of the United States.” We received in 
reply a copy of the document to which we have before 
referred and on which our editorial of August 30 was 
based. That ought to settle that question. 


Now, as to the question of what was done at Cleve- 
land. Our information at the time of that conference of 
“progressives” was that it endorsed La Follette and his 
platform—the platform about which we have been speak- 
ing above. We published an editorial in the July 12 
number based on that information. Thinking it possi- 
ble, however, that we were mistaken and that the 
Cleveland Conference did not endorse the La Follette 
platform, we wrote, as follows, under date of September 
9, to Donald Richberg, of Chicago, who was chairman of 
the resolutions committee of the Cleveland conference: 


In order to get. the facts straight in a controversy which 
is important to-us, will you be kind enough to tell us. whether 
the Cleveland Progressive Conference, which endorsed the can- 
didacy of Mr. La Follette for the presidency of the United 
States, also endorsed or adopted the so-called La Follette plat- 
form, which had been endorsed by the voters of Wisconsin and 
on which he is running, or whether it adopted a platform of 
its own? If it did adopt a platform of its own, can you send 
us a copy of it? 


To this Mr. Richberg replied as follows: 


Replying to your letter of September 9—although I have 
not the exact report of the organization committee before me, 
I know the effect of the report which was adopted by the 
Cleyeland Conference was to endorse the candidacy of Sena- 
tor La Follette on his platform, which he attached to his state- 
ment to the convention and which was read to the convention. 
That platform was “in substance” the Wisconsin platform. It 
is not precisely the same as the Wisconsin platform. This 
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“statement and platform” is being distributed by the Progres- 
sive Headquarters, Hotel Morrison. It happens I have only 
one copy in my office but any number can easily be obtained 
at headquarters. The Cleveland Conference did adopt a plat- 
form of its own, which has also been reprinted by the C. P. P. 
A., Arthur E. Holder, secretary, Machinists’ Building, Wash- 
ington, D. C. I have mimeographed copy which I am en- 
closing herewith. As I was chairman of the resolutions com- 
mittee and reported this platform as a unanimous report of 
the committee, I can certify to its correctness. 

Moreover, our staff correspondent at Washington, 
informed of our controversy with the railroads and asked 
to get the facts from headquarters there, says: 


The La Follette platform was endorsed by the Conference 
for Political Action at Cleveland, according to La Follette head- 
quarters here. There was also a “platform and resolutions” 
adopted by the conference. In that document La Follette is 
not even mentioned and one reading it and knowing nothing 
else about the situation would get no information as to what 
the conference thought or did about La Follette. It is a separ- 
ate document. The “statement and platform of La Follette” 
is being circulated by the Progressives, so that there is no 
doubt that that is what he is running on. In La Follette’s letter 
to the Cleveland Conference he told them on what basis he 
would run for President and his proposal was accepted. At 
La Follette headquarters here I asked for a copy of the platform 
on which he is running and received the pamphlet containing 
the platform THe Trarric Wortp has been talking about. 
Then I asked for the Cleveland Conference platform and re- 


ceived that also. 

So, it seems, the Cleveland Conference endorsed the 
“candidacy of Senator La Follette on his platform’— 
which is the platform about which we have been talk- 
ing. The conference, however, also adopted a set of reso- 
lutions or platform of its own which does not contain 
some of the things that are in the La Follette platform 
and does contain some other things that are not in the 
La Follette platform. Among the things not in the 
Cleveland platform that are in the La Follette platform 
are the references to reduced freight rates. 

It may or may not be significant that the Cleveland 
conference adopted some resolutions of its own and that 
these resolutions are not identical with the La Follette 
platform, but the fact remains that, whatever the Cleve- 
land resolutions do or do not contain, the conference that 
adopted them also endorsed La Follette on his own 
platform. That, then would seem to settle the second 
phase of the question, which is, however, comparatively 
unimportant. 

Notwithstanding the assertion of Mr. Morris that 
he has been unjustly dealt with, the railroads seem to 
have shifted their attack from Mr. La Follette to the 
Cleveland Conference, since Mr. Morris’s error was 
pointed out. In an address before the Bankers’ Associa- 
tion of New Mexico at Albuquerque, September 13, 
Charles Dillon, also a representative of the Western Rail- 
ways’ Committee on Public Relations, dealing with this 
subject, said: " i 

Labor wrote its platform at Cleveland in the “Progressive” 
convention, but neglected to put in one word demanding or 
urging or even suggesting the lower freight rates which the 
trusting farmers had been led to expect as a reward for their 
votes in the primaries and in November. Indeed, this sinister 
document serves only to prove that neither the politicians nor 


the labor leaders ever gave a thought to agriculture, but worked 


only for plans whereby they hoped to improve their own 
condition. 


What Mr. Dillon says is well said, but it does not 
get to the point of Mr. La Follette’s attack on freight 
rates, which, as we have previously shown, is made by 
means of a plan to reduce the valuation of railroad -prop- 
erties on. which the rate of return is computed. 
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Even the Railway Age, which might have been ex- 
pected to investigate carefully the situation with respect 
to the La Follette platform and the Cleveland confer- 
ence which has led to the controversy, does not under- 
stand it. In an editorial this week it says: 


This Socialist labor aggregation has one “platform” for the 
farmers and another for the railway employes. It is distribut- 
ing a document entitled “Statement and Platform of Robert M. 
La Follette” which says: “We demand that the Interstate Com- 
merce Commission proceed forthwith to reduce by an approxi- 
mation to prewar levels the present freight rates on agricul- 
tural products, including livestock and upon the materials re- 
quired upon American farms for agricultural purposes.” <A 
careful reading of this document, however, discloses that it is 
merely one that was presented on behalf of La Follette to the 
Socialist labor convention at Cleveland. The convention at 
Cleveland was dominated by the railway labor leaders. The 
chairman of the Committee on Resolutions was D. R. Rich- 
berg, general counsel of the railway labor organizations. All 
that the platform presented by Richberg’s committee at Cleve- 
land and unanimously adopted by the convention says regard- 
ing the railroads is: “Repeal of the Esch-Cummins Act. Public 
ownership of railroads with Democratic operation and adequate 
safeguards against bureaucratic control.” There is not a word 
in it specifically referring to reductions of freight rates on farm 


products. 

The error in the above is that it gives the impression 
that the La Follette platform, about which we have been 
talking, was merely a document that was presented on 
behalf of La Follette to the Cleveland Conference, which 


did not adopt or approve it. We have shown what the 
facts are. 





PUBLIC OWNERSHIP OF RAILROADS 


(By the American Economic Institute) 


Public ownership of the railroad systems of the United 
States, as advocated by the platform on which Senator LaFol- 
lette is running for the presidency, will increase every man’s 
tax bill by at least fifty per cent. Figures to substantiate this 
are simple, and are being used successfully in the northwestern 
states by speakers representing the American Economic In- 
stituté. In plain terms, the total taxes paid in the United States 
for the fiscal year ending June 30, 1922, were $7,061,000,000. 
Public ownership as figured by the American Economic Institute, 
will produce an annual deficit of $4,011,812,145, or more than 
half the present tax bill. 


The simple figures on which this deficit is based are as fol- 
lows: The property now owned by the railroads is worth 
$22,350,000,000. This cannot be confiscated—it must be bought 
and paid for. The government does not have enough money 
with which to make the purchase. Bonds will have to be is- 
sued for that amount, and, if sold at 5 per cent, the government 
will have an annual interest bill of $1,117,500,000. 

Provision must also be made for the retirement of these 
bonds. Assuming that they would be retired in twenty years, 
the sinking fund will need an additional $1,000,000,000 a year 
from the American tax payers. 


The railway system must always be kept efficient and, there- 
fore, must provide extension for the growing needs of the 
country from year to year. This extension will require an annual 
sum of at least $500,000,000. 

While the railroads are under private control they pay to 
the government annual taxes of approximately $325,000,000. 
Under government control they will pay no taxes. The govern- 
ment cannot tax itself—therefore, this large item in the present 
tax budget must be shifted directly to the people—$325,000,000. 

If we are to judge the future by the past there will be de- 
mands for increase in wages. Under government ownership 
business judgment will likely give place to political pressure 
so that these demands will be granted. Even if these increases 
are no more than 10 per cent it will mean an additional annual 
cost of $30,430,000. 

The actual operating expenses of the roads today are 
$4,943,928,145 a year. They are today being run more econom- 
ically than when under government control, with 200,000 less 
employes and are delivering more goods. It is flying in the 
face of the established record of government control to say 
that public ownership could run the roads for less. So that 
the operating expenses under government ownership would be 
at least the same figure. 

There would be only one source of revenue to meet the ex- 
penses—railroad rates for freight and passengers. Today’s busi- 
ness is getting $6,357,000,000 for the railroads; but those who 
advocate government ownership insist, as a part of their plan, 
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that passenger rates be reduced to a cent and a half a mile 
and that freight rates be reduced by forty per cent. At pres- 
ent volume, if these pledges are carried out, the railroad income 
will be cut $2,422,954,000. 

Balancing these items will create a deficit of $4,011,812,145. 
There is but one source from which to draw funds to meet the 
loss, and that source is the American business man and farmer, 
who is already burdened to the limit with taxes. Imposing an 
increase of fifty per cent in taxes on American business at this 
time will not meet with popular approval. 

After government ownership of railroads what? The cam- 
paign for government ownership is the immediate point of 
attack in the long battle line for Socialism. It has been a pet 
theory of all varieties of Socialists from the beginning. It is 
chosen as the immediate objective in the United States because 
the Socialist leaders believe it is the first point most easily 
obtained. These Socialist leaders are taking advantage of the 
fact that there were many improper financial deals put through 
by the early pioneers in the railway business. They are also 
capitalizing on the fact that there is much discontent among the 
laboring classes who work in the railroad shops. They are 
also taking advantage of the discontented spirit which is found 
among the farmers of many states who are easily led to be- 
lieve that the transportation companies are to blame for their 
financial distress. These Socialist leaders are undertaking to 
unite discontented labor and disgruntled agriculture, class hatred, 
and un-Americanism of every sort until they get a sufficient 
majority to put over a program for the government ownership 
of railroads. When this is done the other major items of their 
strategy against capital and private ownership of every sort will 
immediately follow. They will at once launch an attack for the 
government possession of all public utilities—street railways, 
electric light plants, telephone, telegraph, coal fields, iron and 
zine fields, and ultimately, all land. 

It is for the American citizen to look carefully in what di- 
rection he is going and to decide when and where he proposes 
to call a halt. 


EXPRESS CLASS RATES 


The Trafic World Washington Bureau 


Asserting that the Commission’s order of May 17, in No. 
13930, in the matter of express rates, 1922, would cause losses 
estimated at $7,400,000 in the west and $1,300,000 in the south, 
attorneys for the American Railway Express Company and 
railroads over whose lines that express company operates, have 
asked the Commission for a reconsideration of its order reducing 
rates in the west and south, specifically in zones 2, 3, 4, and 5. 
They declare the record in the case does not justify a finding 
that the rates in the south and west are too high, and will not, 
therefore, support an order reducing them; that the rates pre 
scribed by the Commission will fail to yield the required 
revenue, largely because terminal factors are, as they claim 
their responses conclusively show, too low; and, that, with the 
studies of rail costs eliminated from consideration, there is no 
evidence before the Commission which will justify reducing class 
rates, as no attempt has been made to prove, by rate compari- 
sons, or other similar means, that the class rates in the west 
and south are too high. - 

The attorneys flatly assert that reductions cannot be ordered 
because of a hope that such reductions would bring about in- 
creased express traffic, now moving by mail and freight. They 
said the Commission seemed to lose sight of the fact that the 
same railroads handle express, mail and freight. They said it 
was a startling proposition that a carrier should be required 
to reduce its rates on one class of service so as to attract busi- 
ness that was moving by the same carrier under another class 
of service. Certainly; they said, there was no power in the 
Commission to require reductions which would accomplish such 
transfer in the absence of a showing that the rates reduced were 
yielding more than a fair return for the service rendered. 

The petition said the decision showed clearly that the prin- 
cipal reason for reducing rates in the south and west was the 
belief that at the present time the rates in the south and west 
were too high in comparison with rates in the east. The at- 
torneys said it was too well settled to require citation of au- 
thorities that carriers were not required to reduce rates not 
found unreasonable in order to remove a discrimination, but 
that that was what the carriers were required to do. It was 
in connection with that point that the estimates of loss here- 
inbefore set forth were given. They contended that reductions 
in the south and west could not be justified by the fact that the 
advances in the east equaled or exceeded the reductions. 

In that connection they reminded the Commission that the 
rate structure found discriminatory by it was not one initiated 
by the carriers but one prescribed by it. 


“Surely, therefore, no readjustment should be brought about 
by reductions in the south and west in the absence of a very 
clear showing that such rates in those sections are too high,” 
says the petition. “We have no such showing here. There is 
not even a finding by the Commission that the rates in the 
south and west are unreasonably high.” 
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Current Topics 
in Washington 


Southern Pacific Shows How.—A kind of politics that is 
believed to be good, for the time being, at least, is being shown 
by the Southern Pacific. It showed the first sample, so far as 
Washington was concerned,‘ when it asked approval of its re- 
tention of the Central Pacific. The second was displayed this 
week in the form of its applications for permission to acquire 
the El Paso & South Western and to extend the rails of both 
roads. so as to merge them into an efficient operating system 
under one ownership and control. In both examples this thing 
was noted: The Southern Pacific had the backing of a ma- 
jority of those directly concerned. In the El Paso case it laid 
the groundwork so carefully that there was no opposition, ex- 
cept two El Paso men who filed a written brief as amici curie. 
In the Central Pacific case it did not wholly remove opposition. 
The thing that is interesting is the fact that the Southern Pacific 
had the support of its customers. How did it get that? The 
answer is easy. It took its plans to all concerned, explained 
them, and then came to Washington without leaving any guer- 
rilas at home. Broadly speaking, it employed the primary sys- 
tem that has been adopted as the method for making nomina- 
tions on the theory that it would bring purity, the prior assump- 
tion being that nominations. by the convention system were 
impure. In the old days the railroad managers, too often, first 
went out for the support of senators, representatives, and other 
high officials. Often they procured such support. But the 
plans of the railroad managers were not explained to the people 
who were most interested. The result was that aspirants for 
office were able to attack senators and representatives who 
helped railroads as they should have, as being the tools of “the 
interests.” The Southern Pacific, for about ten years, has been 
ignoring the great ones of public life and devoting its attention 
to shippers, the local officials of labor unions, leading men in 
civic organizations and others who cannot be accused of being 
the “tools of the interests,” because they are not in office and 
men not in office are not safe persons for office-seekers to abuse. 
It was a surprise to some attending the hearing to have Senator 
Ashurst appear among those advocating approval of the plans. 
In the old days it would have been quite regular for the South- 
ern Pacific to have approached Senator Ashurst first, with a 
view to enlisting his help. It would have been natural, either 
for him to have gone to New York to talk with Chairman Krutt- 
schnitt, President Sproule, and Fred H. Wood, or for them to 
have come to Washington to talk with him. In the course of 
time, some man looking for Ashurst’s job would have learned 
about the conference and then the fat would have been in the 
fire, because the man looking for Ashurst’s job would have 
given the worst possible twist to a fact of that kind. But the 
Southern Pacific people went to the constituents of Ashurst 
and persuaded them that it would be a good thing to have the 
two roads united. Ashurst, when he found his constituents ap- 
proving the merger, could afford to appear as a witness for the 
Southern Pacific. In the old days such a thing would have 
been regarded as _ political suicide. Nowadays, however, a 
statesman can hardly commit suicide by doing what his con- 
stituents are also doing. Another thought about the Southern 
Pacific’s course that came to many of those who watched the 
proceedings was that that corporation always sends its top men 
as witnesses, and even if not all the top-notch men testify, they 
attend the hearings. The Commission is never delayed by the 
Southern Pacific because some subordinate has been sent as a 
witness and is asked a question that he must refer to his 
superior. In other words, it treats the Commission as being 
entitled to know from persons speaking for the corporation and 
not merely for some higher official, what is desired. And, in 
the handling of the two cases mentioned, the Southern Pacific 
made a complete record, specifying every document or record 
in a prior case’ on which it desired to depend in support of the 
proposition advanced. In the most recent merger case the 
completeness of the record was a cause of remark, especially 
among those who remembered that the commissioners were 
divided on the question of whether virtual consolidations should 
be permitted by means of stock control and lease, or whether 
everything should be held up, practically, until a complete plan 
for consolidation has been made and put out. 





Senator Fernald Coming Back.—Aside from any political in- 
terest they may have, shinpers who believe in giving the trans- 
portation act a fair and adeauate trial have reason to feel some 
gratification over the fact that Senator Fernald of Maine has 
been re-elected. He is a member of the interstate commerce 
committee who has never been loauacious. His few guestions 
and remarks, however, have shown that he knew much more 
about the subject than some of those who talked more. The 
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political situation in Maine was somewhat speckled, according 
to ante-election reports, but the senator’s political opponents 
did not expect to defeat him. The fight was around other men 
on the ticket. Apparently, Senator Wheeler, who made a speak- 
ing tour in New England, did not have much effect on the 
outcome. The La Follette party did not have a ticket in the 
field, hence what the Montana senator said was for the benefit 
of the party, the ticket of which he bolted when he consented 
to serve as the second man on the La Follette ticket. The 
thought that he did not accomplish much is based on the face 
of a plurality for Governor Brewster and for Senator Fernald 
greater than the plurality given for the governor two years 
ago—about twenty-seven per cent greater, it may be stated for 
the benefit of those who have been speculating as to the prob- 
able effect of the La Follette candidacy. A thought on that 
point is that the destructive radicalism of La Follette hurt the 
ticket for which the La Follette speakers argued—in other 
words, that it drove some to the support of the Republican ticket 
who otherwise would have supported other candidates but for 
the threat against American institutions and ideals contained 
in the La Follette candidacy and platform. Whatever the effect 
of Senator Wheeler’s efforts, the fact is that Senator Fernald 
is coming back and his coming back is regarded as a vote to 
give the statute passed by a Republican Congress and signed 
by a Democratic President a fair trial, the two parts of the 
law-making power acting on the advice of railroad men and 
shippers, who, in that matter, were not partisans. 





All Hail the American Hog.—So great a factor is the hog 
in the economic life of the United States that the government 
has established a weekly statistical report showing the trend 
of pork product exports. Reports will be made each week in 
round thousands of pounds, showing the exports of hog products 
via the eight ports that handle about 95 per cent of the busi- 
ness. The hog represents ten per cent of the value of American 
agricultural production. He repreesnts 40 per cent of the value 
of the corn crop—that is to say, 40 per cent of the corn crop 
of the United States is exported in the form of hams, bacon, 
pickled pork, and lard. Europeans do not know much about 
the savor of fried mush, or corn cakes, or spoon bread, but 
their nostrils do appreciate the odor of fried ham or bacon 
and their palates know how to appraise pork jowls (almost as 
Georgians, who know more about jowls than any other) and 
liver sausage, so they buy American pork rather than maize. 
Customs regulations allow vessels four days in which to file 
complete cargo manifests. Therefore, the report may not show 
all the exports made in a given week, but the delayed mani- 
fests will show their effect in the following week. The primary 
purpose of the reports, Dr. Klein, Director of the Bureau of 
Foreign and Domestic Markets of the Department of Commerce 
which is to make the reports—that of showing the trend of 
exports—believes will be accomplished. 





Commission Will Fix Some Wages.—The man who works 
on the railroad with his hands may have interests too delicate 
to be handled by the Commission—hence the Railroad Labor 
Board; but those who reorganize railroads should have their 
wages fixed by the Commission. At least that is the view the 
Commission held at the time it announced its intention to hold 
a hearing on the matter of the compensation to be allowed by 
the owners of the M-K-T for the services of the bankers and 
lawyers who reorganized it in the period between 1914 and 1922. 
The plan the reorganizers put out provided for compensation 
for them amounting to about $2,364,000. They stuck an item 
into the plan providing for a friendly suit in a court or an ad- 
judication before the Commission on that point. The Com- 
mission made them agree, before it gave its approval to the 
plan, to submit the question to it. The Commission is going 
into the question from the ground up. It is not going to be 
satisfied with a showing that the charge is no greater than that 
made by other reorganization committees. It is going to find 
out for itself, if it can, how much time was put on the work 
for the reorganized railroad and proceed on the theory that 
it is to determine how much the work was worth, regardless 
of the contract, if contract there really was. While the Com- 
mission has not said so, it is understood that the popular im- 
pression that embarrassed railroads which have had to be re- 
organized, in a number of instances, were “frisked” by the re- 
organizers, caused the Commission to initiate this inquiry. The 
days of “milking” embarrassed railroads, it is believed, is past. 
The Commission’s desire to make certain there is no element 
of extortion in the compensation claimed by the reorganizers 
of the M-K-T, it is understood. would have made the inauiry a 
certainty even if the commissioners were satisfied that the fees 
were reasonable. By holding the hearing the Commission will 
have a record on which to defend itself in case anyone should 
raise a question. 





Carloadina Crushing to Calamity Campaiqning.—Carloading © 
in excess of 1,000.000 cars a week, may make calamity cam- 
paigning for political office a bit harder than if it were only 
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about 750,000. In the week ended with August 30, the loading 
amounted to 1,020,339. That is still considerably behind the 
record, but, it is believed, it fails to sustain the thesis that the 
country is bound for Pluto’s realm in a hand basket. Senator 
La Follette grabbed the calamity end of the fight early, only 
to have the Van Sweringen boys come along to show that, not- 
withstanding the senator’s assertion that the trusts and mo- 
nopolies had closed the doors of opportunity to newsboys in 
America, they did not close them soon enough to prevent the 
Cleveland youngsters coming through with evidences that there 
was still an opportunity for every young American to go ahead 
if he had brains and a willingness to work. The Wisconsin 
senator had a chance to make something of himself, even if 
there are some of his fellow citizens who do not think much 
of what he did with his opportunity and who think he should 
be punished for trying to mislead Americans into such a belief, 
when in every community there are men hardly beginning to 
gray about the temples, who have shown that the La Follette 
charge and implication are untrue. In Washington, the most 
notable exhibit to show that La Follette is a false prophet is 
Harry Wardman, an English carpenter, whose formal education 
was such that sometimes he gave the king’s English an awful 
bash on the head. He has made so good, by building thousands 
of individual houses, hotels and apartments, that it is the pop- 
ular understanding that, when he walks into a bank, the presi- 
dent asks only one question, “How much do you want,” so 
confident are the trustees of other peoples’ money that what- 
ever Harry Wardman undertakes will yield a profit or that, if 
it does not, Wardman has made enough profit on other ventures, 
so the bank will lose nothing on the one that does not go 
through all right. La Follette knows about Wardman because 
he probably lives in a house Wardman built. At least he lives 
in sight of hundreds of houses, hotels and apartments built 
by the journeyman carpenter who is now one of Washington’s 
rich men. 





Oil, Airplanes, and World Power.—The oil industry, August 
29, celebrated its sixty-fifth anniversary. That day, in 1859, 
Colonel Drake found the well he had been drilling filled nearly 
to the top with petroleum. It was not a gusher he found, but 
a nice lady-like performer. At the time, August 29, 1924, the 
oil men were broadcasting the Drake story, the American air 
men were near the end of their world-girdling flight, the flight 
across America to make the circumnavigation complete being 
regarded as no kind of feat at all. At the same time the De- 
partment of Commerce was putting out a pamphlet showing 
the United States as using about 70 per cent of all the oil pro- 
duced in the world, the domestic production being considerably 
less than the domestic consumption. Just before any of the 
three things mentioned was done, the world was making com- 
ment on the tenth anniversary of the outbreak of the world war, 
which, according to the belief of the oil men, was brought to 
an end only when the United States sent men and oil into 
the conflict in such waves as alone could have overwhelmed 
the armies of the central empires. Thereby, the oil men be- 
lieve, it was established that world power,, for a long time to 
come, will rest with that nation or combination of nations that 
can command the world’s oil supply. A. E. Hi. 


LABOR MEN DO NOT APPEAR 


The Railroad Labor Board, through its counsel, Weymouth 
Kirkland, is to enter the United States District Court, to obtain 
subpeenas that will bring before it the executives of the engi- 
neers’ and firemen’s organizations that have refused to answer 
summons issued by the board. 

At the resumption of the hearing of the managers’ side of 
the dispute, by the board, September 8, the representatives of 
the men failed to appear, and, after the testimony of the day 
had been heard, Chairman Hooper admitted that steps were 
being taken to have H. P. Daugherty, D. P. Robertson, L. G. 
Grifing and other executives of the men’s organizations appear 
before the board within the next few days. 

At the opening of the hearing, September 8, Chairman 
Hooper asked J. G. Torian, assistant to the vice-president of 
the Southern Pacific, what conferences and progress had been 
made on his line toward settling disputes between the road 
and its engineers and firemen, prior to the time when the con- 
ference committee of managers took over the handling of the 
dispute for about 85 per cent of the western railroads. This 
auestion was in line with a statement of Mr. Hooper’s at the 
last hearing when he said that the board already had before 
it most of the important facts about rules in the docket of the 
Southern Pacific case, which has not vet been finallv decided. 

After Mr. Torian testified that conferences had taken place 
in which the road had sought to change the working agree- 
ments and in which the men had held out for higher wages. W. 
M. Jeffers, chairman of the conference committee of managers, 
beran to read the historv of the rules involved on each of the 


railroads in the case. This lasted throughout the day and was 
continued September 9. 
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The conference committee of managers completed its report 
on the history of the rules involved in the dispute between the 
engineers and firemen and the western railroads September 9. 
The board then adjourned the hearing until 10 a. m., Septem- 
ber 11. 

D. B. Robertson and John McGuire, representing the firemen 
and engineers, respectively, failed to come before the Railroad 
Labor Board in answer to new summons calling them to appear, 
September 11. The new summons was issued because it was 
thought an alteration in the language would be better from a 
legal point of view. However, Donald R. Richberg, in stating 
to the board the positions of the two men involved, read let- 
ters from them in which they admitted the change in form of 
the summons, but contended that, in substance, it was the same 
as that issued early in July and that they refused to answer 
to it for the same reasons as given at that time. 

Chairman Hooper, after the hearing, said that court action 
would be begun by September 15. This will mean the begin- 
ning of a fight by the labor organizations to test the constitu- 
tionality of the transportation act in court 

Mr. Richberg’s statement to the board, when he appeared 
for the men who refused to answer the summons to the hear- 
ing September 11, follows: 


The Labor Board has issued new subpoenas to D. B. Robertson of 
Cleveland, president of the Locomotive Firemen and Enginemen, and 
John McGuire of Chicago, representative of the locomotive engineers 
employed by the Chicago and Northwestern Railway Company. The 
purpose of issuing these subpoenas is to provide the basis for two 
test cases, to determine whether witnesses inside or outside the 
territorial jurisdiction of the U. S. District Court can be compelled to 


attend before the Labor Board in such a proceeding as the present 
one. ; 


The Labor Board, by issuing new subpoenas apparently concedes 
that the subpoenas issued July 9, to summon witnesses to testify 
“in behalf of the employes’’ were improper. The new subpoenas are 
issued for the same purpose, but on the face of the subpoenas attempt 
to conceal the impropriety of the action of the board by calling upon 


the witnesses ‘‘to give evidence in an inquiry being conducted by the 
Railroad Labor Board.” 


Representatives of the locomotive engineers and firemen maintain 
that the Labor Board has no power to do that which no court can 
do—that is, to compel persons not only to submit determination of 
their rights to a prejudiced and biased tribunal, but also to. compel 
them to participate in a litigation although they prefer to default 
rather than to waste time and money in presenting their case to a 


tribunal which has freely exhibited its-prejudice in favor of their 
opponents. 


ABANDONMENT APPLICATIONS 


The Manistee & Northeastern Railroad Company and the 
Michigan Trust Company, as receiver of the carrier, have filed 
an application with the Commission seeking authority to -aban- 
don operations over the Manistee & Northeastern, which has 
a total mileage of 182.56 miles, and which extends from Man- 
istee to Traverse City, Mich., with branches to Graylind, Em- 
pire Junction, Provement and Onekema, Mich. The applicants 
said they desired to scrap the property or otherwise dispose 
of it for the benefit of the bondholders. The receiver was ap- 
pointed December 24, 1918. The traffic is wholly insufficient to 
warrant further repair of the property or its maintenance and 
operation, the applicants said. The property is being operated 
at a substantial loss each day, they said. The court authorized 
the filing of the petition. 

The Maine Central has applied to the Commission for au- 
thority to purchase the capital stock of the Hereford Railway 
Company in order to obtain upon reasonable terms the abroga- 
tion of the lease under which the applicant has operated the 
property to terminate the annual heavy deficit resulting from 
operation of the line under the terms of the lease. The Hereford 
is a Canadian company and its line embraces a total mileage of 
approximately 52 miles, the termini being Lime Ridge, Quebec, 
and Beecher Falls, on the international boundary. In a separate 
application the Maine Central asked authority to abandon oper- 
ation of the Hereford Railway. 

The West Clarion Railroad Company has applied for per- 
mission to abandon its line from Brockwavville, Pa., to the 


West Clarion mines in Snyder township, Jefferson county, Pa.., 
a distance of 2.745 miles. 


ABANDONMENT AUTHORIZED 


The Commission has authorized the Chicago, Rock Island 


& Pacific to abandon 4.94 miles of its Ardmore branch between 
Coalgate and Lehigh, Okla. 





MICHIGAN LINE CUT-OFF 


The Wisconsin & Michigan Railroad Company has applied 
to the Commission for an order authorizing the construction 
of a new line between South Norway and a point about a mile 
north of Norway, Mich., and the abandonment of the apnlicant’s 
present main line between Aragon Junction and the aforesaid 
point about a mile north of Norway. The applicant said the 
new construction was in the nature of a cut-off. The line to be 


abandoned embraces 7.83 miles of track, while the cut-off will 
embrace 2.46 miles of track. , 
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SOUTH DAKOTA GRAIN RATES 


The Commission in its mimeographed supplemental report 
on No. 13000, Board of Railroad Commissioners of the State 
of South Dakota vs. Chicago & Northwestern et al (See Traffic 
World Sept. 6), revised its original report, in 85 I. C. C. 217, 
the revision to be in effect not later than October 13, but not 
to the extent requested by the complainant, the moving party 
in the supplemental proceeding. The complaining state body, 
after the readjustment, in supposed compliance with the order 
in the original report, alleged the carriers had disregarded the 
intent of the Commission’s decision. 

Commissioner Campbell, who wrote the supplemental report, 
said the South Dakota commission asked for the issuance of 
a supplemental report making the findings in the original re- 
port fuller and more specific; likewise the orders. The rail- 
roads, Mr. Campbell said, had filed no formal answers or re- 
plies, but that in the course of the correspondence in which 
their attention was called to their alleged disregard of the 
report and order, they submitted explanations and contended 
the complainant’s contentions were not well founded. 

In the original report the Commission held the rates on 
wheat and coarse grains unreasonable to the extent they ex- 
ceeded those prescribed to Sioux City by more than 4 cents 
via the North Western and 6 cents via the Milwaukee, the 
two cents greater difference via the Milwaukee being based on 
the fact that its route from Sioux City to Omaha is about 55 
miles longer than that of the North Western. At the time of 
that finding some of the rates via the Milwaukee, from Sioux 
City to Omaha, were more and some less than 6 cents over 
those to Sioux City. In complying with the order issued in con- 
nection with the original report, Mr. Campbell said, the Mil- 
waukee reduced some rates and increased many of those to 
Omaha, the increases being made to reflect the rule of Omaha 
to be 6 cents over Sioux City. 

The South Dakota commissioners contended the 6 cent 
difference was not justified. They asked that it be reduced to 
4 cents, or, as an alternative, that if the 6 cent difference be 
adhered to, the increases already made to the basis of the 6 
cent difference be required to be cancelled. The complaining 
commissioners contended that the difference in the longth of the 
hauls over the two roads, considering the length of the hauls 
from South Dakota to Omaha, was not great enough to justify 
any difference in rates. They pointed to common points on the 
two roads in South Dakota from which the hauls to Omaha 
were practically the same. 

In addition to that the South Dakotans called attention to 
the fact, as they alleged, that observance of the difference via 
the line of the Milwaukee, resulted in rates which exceeded 
those for equal distances from South Dakota points to Iowa 
points under the scale prescribed in South Dakota R. R. Com- 
missioners vs. Director-General, 73 I. C. C. 347. Mr. Campbell 
said it appeared the present rates to Omaha via the Milwaukee 
were from half to one and a half cent higher than the South 
Dakota-Iowa scale would provide. 


The Commission said the change sought in the original 
finding did not meet its views. However, it said, the scale 
to which the complainant had referred was used in the original 
report as the basis for maximum rates from South Dakota points 
to Sioux City and that it appeared it should be used, also, in 
providing rates to Omaha via the Milwaukee. On that point 
the Commisison said: 


Upon further consideration of the record we find that from South 
Dakota points on the lines of all defendants the present rates on 
wheat and corn to Omaha in connection with the Milwaukee as a 
delivery line are unreasonable where and to the extent that they 
exceed the rates that would obtain under the scale above referred 
to, subject, however, to the rates in effect via the North Western 
as representing the lowest rates required. Rates may not be in- 
creased to the basis of this scale. 


The Commission also found that the carriers had not suf- 
ficiently graded the rates to Minneapolis, Milwaukee and Chi- 
caso. It said that it had specifically named only certain points. 
Where rates were specifically named, the Commission said, the 
carriers had established them, not only from the points named 
but quite generally from the intermediate points as well. The 
complainant contended that the rates named should have been 
graded down by the carriers, following out the idea of a closely 
graded scale. Mr. Campbell said that such a course would have 
resulted in a more general reduction of rates from South 
Dakota. 

In disposing of the point of insufficient grading, Mr. Camp- 
bell said it was not the Commission’s intention to require 
the grading of the rates to the extent desired by the South 
Dakotans, but he said there were instances in which modifi- 
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cations should be made. On that and other points, the Com- 
mission’s findings are as follows: 


Upon further consideration of the record we find that the present 
rates on wheat from South Dakota points to Minneapolis, Chicago 
and Milwaukee are unreasonable to the extent that they exceed or 
may exceed rates in cents per 100 pounds as follows: 

To Minneapolis, from: Miller, 23; Highmore, 24; Harrold, 25.5; 
Canning, 27; Teton, 30; Van Metre, 31.5; Philip, 33; Wall, 35; Tyndall, 
24.5; Dante, 25.5; Lake Andes, 26.5; Armour, 25; Betts, 22; Mt. 
Vernon, 23; Plankington, 24; Kimball, 25.5; Pukwana, 27; Oacoma, 
29.5; Kennebec, 30.5; Draper, 32;.Dakoka, 33.5; Conata, 35. 

To Chicago and Milwaukee, from: Plumb, 30; Blaha, 31; Tyndall, 
31; Tabor, 31; Dante, 32; Lake Andes, 33; Armour, 32; Yankton, 29; 
Vermillion, 28; Burbank, 27.5; Irene, 30; Betts, 31.5; Plankington, 
32.5; Kimball, 33.5; Oacoma, 36.5; Reliance, 38; Kennebec, 39.5; 
Alpena, 32.5; Fedora, 31; Argonne, 31; Carthage, 32; Ramona, 30.5; 
Rutland, 30.5; Marion Junction, 29; Naomi, 28.5; Davis, 29.5; Wingert, 
28.5; Hartford, 28.5; Lyons, 28.5; Coleman, 28.5. 

The rates above prescribed should sufficiently indicate our views 
as to the matters of grading and relationship. In several instances there 
are rate breaks of as much as 2.5 cents per 100 pounds as between 
one station and the next station. These should be avoided; in no 
case should the spread as between any two such points of origin in 
South Dakota exceed 1 cent per 100 pounds, except as otherwise 
provided herein. 

Rates on coarse grains and on grain products shall be made with 
respect to those on wheat, as provided in the previous report. 


LUMBER TRANSIT RULES 

The Commission, in I. and S. 2156, transit privileges on lum- 
ber at Buffalo and related points (mimeographed), has found 
not justified the proposal of the Erie to restrict the territory 
of origin in rules governing stop off in transit on lumber, west 
bound, at Black Rock, Buffalo, and North Tonawanda, N. Y. 
The Erie said the proposed restriction would limit the origin 
territory to what was originally intended. It said the territory 
was made larger than intended through inadvertence. 


HIGHER RATES APPROVED 


A finding of justification has been made in I. and S. No. 
2153, Sand and Gravel, from Missouri Points to St. Louis, for 
Beyond (mimeographed), as to proposed increased rates on 


‘sand and gravel, from Jedburg and Drake, Mo., to St. Louis for 


beyond. The movement from Drake having been discontinued, 
the report mentioned only the rate from Jedburg. That rate 
is 50 cents per short ton. The finding is that the carrier, the 
Missouri Pacific, has justified an increase to 61 cents because 
the 50 cent rate does not reflect the increases since June 25, 
1918, and because the 61 cent rate proposed on traffic for be- 
yond St. Louis is the same as the rate on intrastate shipments. 
Upon protest of the Missouri Portland Cement Company the 
proposed increase was suspended until October 13. 

The present rate of 50 cents, the Commission said, was sub- 
ject to the combination rule and that the proposed rate of 61 
cents would also be subject to the same rule, to points where 
there were no published joint through rates. The Missouri 
Pacific said that its average proportion out of through rates 
constructed by the use of the rule was less than 26 cents and 
that out of rates made by combination without the use of the 
rule its share was only 20 cents per ton. 

The cement company’s contention was that the increase 
would seriously impair its ability to compete at points in IIli- 
nois with producers of sand, gravel and crushed stone in that 
state. The Commission analyzed figures submitted and came 
to the conclusion that 81 per cent of the traffic stopped at St. 
Louis, 17 per cent went to Hast St. Louis and only 2 per cent 
to other points in Illinois. 


LAKE AND RAIL RATES 


The Commission, in a mimeographed report on I. and S. 
No. 2113, lake-and-rail rates to eastern destinations, has found 
justified, with specific exceptions, the proposed withdrawal, by 
the Lackawanna, Lehigh Valley and Erie, from participation 
in through joint lake-and-rail and rail-lake-and-rail rates to points 
on the lines of some of their eastern connections. It ordered 
the cancellation of the suspended schedules without prejudice 
to the filing of new ones which should retain the routes con- 
sidered by it as being necessary and desirable in the public 
interest. 

Had the suspended schedules been allowed to become op- 
erative, increased rates would have resulted on and via the 
routes proposed for elimination. The schedules were to have 
become operative May 10. The schedules were suspended be- 
cause of protest on behalf of milling interests at Minneapolis 
and Kansas City, and Waverly, N. Y. The three respondents, 
the Commission said, published or concurred in tariffs carrying 
rate bases for eastbound freight via lake ports and steamer 
lines to destinations in Trunk Line and New England terri- 
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tories. The rates in connection with the Lackawanna and Le- 
high were restricted specifically, to apply only on movement 
via lake lines to Buffalo and rail beyond. The Erie tariff was 
not so restricted, but the bulk of the ex-lake business to the 
territories in question, the Commission said, was handled through 
Buffalo, and the testimony on the subject was confined to the 
effect of the changes on traffic via that point. 


Lake lines affected were the Great Lakes Transit Corpora- 
tion, the Cleveland & Buffalo Transit Company and the Detroit 
& Cleveland Navigation Company. The Commission said the 
traffic handled by the two lines last mentioned was chiefly less- 
than-carload freight and was of no great importance in this 
case. The cancellation proposed the elimination of all com- 
modities. The protestants, however, were interested chiefly 
in the movement of grain and grain products. The principal 
destination groups affected, the Commission said, were on the 
Delaware & Hudson and connections, New Haven and connec- 
tions, Central of New Jersey and connections, Reading Company, 
and Lehigh Valley and connections. 

The chief arguments advanced in support of the suspended 
schedules, the Commission said, were that the cost of handling 
at the docks reduced the revenue from this traffic to a danger- 
ously low figure, and that the routes left in existence after the 
cancellation would be ample to handle the traffic without in- 
juriously affecting the public. The Lackawanna submitted fig- 
ures to show that on 376 shipments handled over routes marked 
for closing, in October, 1923, it averaged a revenue of $9.76 
per car and 3.5 cents per car-mile for hauls ranging from 198 
to 345 miles. The poorest showing was on 82 shipments han- 
dled via the Binghamton route, the average revenue remaining 
to cover the haul of 198 miles to that junction being 78 cents 
per car, to Boston & Maine stations, and $3.86 to Delaware & 
Hudson points, while to the stations on the Maine Central there 
was a loss of $8.21 per car. The other roads made more, but 
the highest per car-mile was only 11 cents. 

Protestants, the Commission said, objected to the cancella- 
tion of long established routes on the general ground that re- 
strictions of any kind in routing would affect, adversely, millers 
and other shippers using the lake routes, especially in times 
of congestion and embargoes. The Commission, after discussing 
the objections of millers at Oneonta and Waverly, N. Y., found 
that the proposed cancellation of routes had been justified, with 
the exception of the following: 


(1) The route in connection with the Delaware, Lackawanna & 
Western Railroad via Binghamton, N. Y., to ponts on the Delaware 
& Hudson Company, Cooperstown & Charlotte Valley Railroad, 
Greenwich & Johnsonville Railroad, Boston & Maine Railroad, St. 
Johnsbury & Lake Champlain Railroad, Union Freight Railroad, 
Montpelier & Wells River Railroad, and Maine Central Railroad. 

(2) The route in connection with the Erie Railroad via Bing- 
hamton, N. Y., to points on the Boston & Maine Railroad, St. Johns- 
bury & Lake Champlain Railroad, Cooperstown & Charlotte Valley 
Railroad, Greenwich & Johnsonville Railroad, Maine Central Rail- 
road, Montpelier & Wells River Railroad, New York, New Haven & 
Hartford Railroad, Schoharie Valley Railroad, and Middleburgh & 
Schoharie Railroad. 

(3) The route in connection with the Lehigh Valley Railroad via 
Owego, N. Y., to points on the Bangor & Aroostook Railroad, Boston 
& Maine Railroad, Central Vermont Railway, Maine Central Rail- 
road, Montpelier & Wells River Railroad, Rutland Railroad, St. 
Johnsbury & Lake Champlain Railroad, Stones Express, and Union 
Freight Ralroad; the continuance of which routes we find necessary 
and desirable in the public interest. 


NORTHWESTERN COAL RATES 


The Trafic World Washington Bureau 


The Commission, in I. and S. 2231, has suspended all coal 
rates filed in supposed compliance with its decision in the 
northwestern coal dock case, except from southern Illinois. In- 
creases from that district became effective September 10. 

The Commission, by suspending coal rate schedules involved 
in I. and S. No. 2231, created what is generally regarded by 
those interested, as an appendix to its decision in No. 14476, 
Northwestern Coal Dock Operators’ Association vs. Chicago 
& Alton, et al.; No. 14142, Illinois Coal Traffic Bureau vs. Chi- 
cago & North Western et al. and No. 14477, C. Reiss Coal Co. 
vs. Ahnapee & Western et al., commonly known as the coal 
dock cases. In that decision the Commission invited, if it did 
not command, the carriers serving Illinois mines to increase 
their rates so as to give the coal from the docks a better chance 
to get into the northwestern markets. 

All the tariffs proposing increases, other than those from 
southern Illinois, were suspended pending investigation. Ob- 
jections to the increases were made by both operators and 
buyers. The Commission regarded the case made by objectors, 
other than those interested in rates from the southern Illinois 
field, as making a prima facie case in favor of investigation 
and suspension. 

Southern Illinois operators, in so far as they are represented 
by the Illinois Coal Traffic Bureau, interveners in the North- 
western Coal Dock Operators’ Association case and the C. Reiss 
Coal Company case, asked for a re-opening of the cases, in 
compliance with which the railroads filed increases they con- 
tended were made necessary by the decision in those cases, 
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and postponement of the effective date of the orders in those 
cases (see Traffic World, August 2, p. 241). In behalf of the 
operators, R. W. Ropiequet and F. H. Harwood, attorney and 
traffic manager, contended the Commission was wrong as to law 
and facts. They asked for a re-opening to submit further testi- 
mony to show that the conditions upon which the Commission 
relied as ground for a part of its findings no longer existed. 
They further contended that in the dock cases the Commission 
ignored the principles governing the finding of the existence 
of illegal discriminations as laid down in Illinois Central vs. 
United States, 257 U. S. 247, as well as its own decisions in 
other group rate cases. 


SUSPENDED TARIFFS 


In I. and S. No. 2229, the Commission has suspended from 
September 10 until January 8, schedules published in supple- 
ment No. 4 to Atchison, Topeka & Santa Fe, I. C. C. No. 9678. 
The suspended schedules propose to increase rates on brick 
and clay products, carloads, from Bartlesville and Collinsville, 
Okla., to western Oklahoma points on the C. R. I. & P. Ry. The 
following is illustrative: 


——From Bartlesville, Okla. 
(Rates are in cents per 100 lbs.) 





To— Present Proposed 
NNO: III ce--'5cora.'e7. b ansrio ao) Ge 6s /d wal olbladna ai aiatew are ee eels 16 19 
RNIN MINIM ur x0oel'5'0s'6 Oras Ver aps oy au sree teranaie oreieeinesaimn axe ordieie 16 20 
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In I. and S. No. 2230, the Commission has suspended from 
September 10 until January 8, schedules published in supple- 
ment No. 4 to Boyd’s I. C. C. No. A1495. The suspended sched- 
ules propose to eliminate the application of % of fourth class 
rating on empty returned acid and mineral water carboys 
between points in portions of Western Trunk Line territory, 
which would result in increased rates as indicated by the follow- 
ing representative examples: 


Empty returned acid and mineral water carboys. 
” —————-To Chicago, Il].————— 
‘rom— 


Present Proposed 
NN 0 NN ao Saari cs crsverinidin o Siionrecnorelsleww eaten 254 51 
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In I. and S. No. 2228, the Commission has suspended from 
September 9 until January 7 schedules published in Wabash 
I. C. C. 5784. The suspended schedules propose to increase 
the reshipping rates 2 cents per 100 pounds on grain and grain 
products, carloads, from Kansas City, Mo.-Kan., to certain des- 
tinations on the Chicago and North Western Railway in Iowa. 
The following is illustrative: 


Reshipping rates from Kansas City, Mo.-Kans. 
h 


eat Corn—-—— 
To— Present Proposed Present Proposed 
NE OS, ia oe surherdacusiewels 15% 17% 14 16 
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COMMISSION ORDERS 


The State Corporation Commission of New Mexico has been 
permitted to intervene in No. 15939, Public Utilities Commission 
of Kansas vs. Santa Fe Ry. et al. 

The orders of the Commission in No. 13934, Standard Furni- 
ture Company vs. N. C. & St. L. Ry. et al., and fourth section 
applications connected therewith, have been modified so as to 
become effective on December 1 instead of on October 20. 

The effective date of the Commission’s supplemental order 
of July 24 in No. 13449, North Carolina Pine Association et al. 
vs. A. C. L. R. R. et al., has been extended from September 15 
to October 15, 1924, on 10 days’ notice. 

The Chicago Association of Commerce has been permitted 
to intervene in No. 11224, Chicago Coal Merchants’ Association 
vs. Director-General, A. T. & S. F. Ry. et al. 

The National Supply Company has been authorized to in- 
tervene in No. 16077, Adams & Kelly Company et al. vs. A. T. 
& S. F. Ry. et al. 

The Commission’s orders of April 15 and June 14, 1924, in 
I. and S. Nos. 1885 and 1938, Brick and Clay Products from, to 
and between points in Southern Territory, by their terms made 
effective October 28, are modified so that they will become 
effective on or before December 12, 1924, on 30 days’ notice by 
filing and posting. 


CHANGES IN DOCKET 


Hearing in No. 15813, Joseph H. Steinhardt vs. Amer. Ry. 
Express Co. et al., and in No. 15990, the Joint Council of the 
International Apple Shippers’ Assn. et al. vs. Amer. Ry. Express 
Co. et al., assigned for September 8, at-New York, before Ex- 
aminer Beach, was postponed to a date to be hereafter fixed. 

Hearing in No. 16068, P. Bronstein & Sons vs. Wabash Ry. 
Co., assigned for September 12, at Anderson, Ind., before Ex- 
aminer Gaddess, was postponed to a date to be hereafter fixed. 

Hearing in No. 11105, United Chemical and Organic Prod- 
ucts Company vs. Director-General, Indiana Harbor Belt R. R., 
et al., assigned for September 12, at Chicago, Ill., before Ex- 
aminer Shanafelt, was postponed to a date to be hereafter fixed. 
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ABOLITION OF TEXAS RATES 


Elimination of Texas rates on grain, grain products, hay, 
straw and related articles as the feasible method for the re- 
moval of unreasonable and unduly prejudicial rates that unduly 
prefer Texas shippers and unduly prejudice shippers in other 
states, particularly Oklahoma, has been proposed by Examiner 
John B. Keeler, in a report on No. 12244, Corporation Commis- 
sion of Oklahoma et al. vs. Abilene & Southern et al.; No. 
13518, Federal Grain Company et al vs. Atchison, Topeka & 
Santa Fe et al.; No. 14927, Oklahoma Millers’ Association vs. 
Atchison, Topeka & Santa Fe et al.; and No. 14321, Adkins 
Hay & Feed Co. vs. Atchison, Topeka & Santa Fe et al. 

The leading case is an old one. In the original report the 
made therein in 69 I. C. C. 207. In the original report the 
Commission found the rates from Oklahoma into Texas un- 
reasonable and unduly prejudicial against shippers from Okla- 
homa and unduly preferential of shippers in Texas, but under- 
took to cure the situation by prescribing new rates without 
disturbing the Texas intrastate rates. 

While that case was pending No. 13518 was filed, alleging 
unreasonable and unduly prejudicial rates from the panhandle 
of Texas and from eastern New Mexico to Kansas City. They 
were alleged to be unduly preferential of Shreveport, La., and 
points in Texas. Later No. 14927, filed by the Oklahoma millers, 
alleged the rates on flour and other products, from points in 
Oklahoma, Kansas, Nebraska, Missouri and Colorado unduly 
preferred millers in Texas and Louisiana. The other complaint 
involved the minimum on prairie hay. 

After the rates prescribed in the original report were made 
operative the Oklahoma einterests asserted the new rates did 
not entirely remove the undue prejudice and that some of them 
were not in compliance with the Commission’s order. Keeler 
said the testimony on further hearing disclosed that the order 
in the original report did not result in the establishment of an 
entirely reasonable and non-prejudicial basis of rates from 
Oklahoma to Texas. 

Long before reaching the point for formal findings Keeler 
said it appeared that it would not be practicable to remove 
existing prejudice and preference by the establishment of any 
different basis of rates from Oklahoma to Texas than was to 
apply within Texas. He then called attention to the fact that 
in the original report the Commission had said that transpor- 
tation conditions from Oklahoma to Texas were not substan- 
tially different from transportation conditions within Texas 
and that the evidence introduced upon the further hearing sub- 
stantiated that finding. 

Keeler recited the conflict of interests shown at the hear- 
ing. The Oklahomans asked for rates from Oklahoma into 
Texas and within Texas made on the basis of the scale pre- 
scribed in South Dakota Railroad Commission vs. Director-Gen- 
eral, 73 I. C. C. 347, from eastern South Dakota to Iowa; the 
railroads asked for the rates prescribed in the original report 
as the basis for group rates, as the basis for straight applica- 
tion within Texas; the Texans vigorously oposed any change 
in Texas rates, especially the blanketing of all rates in com- 
mon point territory for hauls greater than 200 miles, claiming 
the milling industry in that state had been built up on that 
basis and that a straight mileage scale would seriously injure 
it; and the farmers of the two states opposed any increase in 
rates because any increase would be directly reflected in the 
prices received -by them from buyers. He said the Commission 
should find as follows: 


(1) That the existing rates on grain, grain products, hay and 
straw, and related articles taking the same rates or rates basing 
thereon from Oklahoma to Texas are and for the future will be un- 
reasonable to the extent that they exceed rates based on the scales 
set forth on page 2 of the appendix to this report. (Herewith re- 
produced). ; : ; 

(2) That the existing relationship between the rates on grain, 
grain products, hay and straw, and related articles taking the same 
rates or rates basing thereon, from Oklahoma and Texas to Texas 
points, is unduly prejudicial to Oklahoma and Oklahoma shippers 
and unduly preferential of Texas and Texas shippers and that 
this prejudice and preference should be removed by the application of 
equal rates from Oklahoma and Texas points to Texas destinations. 

(3) That the same differentials should be applied on grain, grain 
products, hay and straw, and _ related articles taking the same rates or 
rates basing thereon from Oklahoma to differential territory as are 
contemporaneously applied on like traffic from Texas. 

(4) That differentials from the panhandle section of Texas to 
Texas destinations should be abolished on grain, grain products, hay 
= straw, and related articles taking the same rates or rates basing 

ereon, 

(5) That-the existing rates on grain and grain products from the 
panhandle section of Texas to Kansas City are and for the future 
will be unreasonable and unduly prejudical to Kansas City and prefer- 
ential of Shreveport and Texas points to the extent that they exceed 
rates based on the scales prescribed in Oklahoma Corporation Commis- 
sion v. A. R. R., 80 I. C. C. 607. 

(6) That the existing rates on grain and grain products from east- 
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ern New Mexico to Kansas City are unreasonable and unduly prejudi- 
cal to Kansas City and unduly preferential of Shreveport and Texas 
points to the extent that the present rates exceed rates constructed 
by adding to the rates proposed in the next preceding paragraph from 
Glenrio and Farwell amounts equal to the differences between the 
existing rates from Glenrio and Farwell and the New Mexico points 
to Kansas City. 

(7) That the existing carload minimum weight on prairie hay 
from eastern and northeastern Oklahoma points to Texas Group A 
points is unreasonable to the extent that it exceeds 18,000 pounds for 
cars under 36 feet in length. 

(8) That the present relationship between the rates on flour and 
wheat from Nebraska, Missouri, Colorado, Kansas and Oklatoma to 
Texas and Louisiana is not shown to be unduly prejudical to Oklahoma 
mills or unduly preferential of Louisiana or Texas mills. 

Certain fourth section applications were set for hearing in con- 
nection with these cases but inasmuch as a new system of rates is 
now proposed, it is impracticable to make recommendations with 
regard to the disposition of those applications at this time. Should 
the rates herein proposed be adopted by the Commission, necessary 
temporary fourth section relief can be extended pending the submis- 
sion of revised applications by the carriers. 


The scale, on p. 2 of the appendix to which reference is 
made in the first of the findings proposed, is as follows: 


Hay and 
Wheat Flour Corn Straw 
Miles Single Joint Single Joint Single Joint Single Joint 
Cf seer 8 11 10 13 7 10 8 11 
20 and over 10...... 9 12 11 14 8 11 9 12 
30 and over 20...... 10 13 12 15 9 12 10 13 
40 and over 30...... 11 14 3 16 10 13 11 14 
50 and over 40...... 12 15 14 bY 11 14 12 15 
60 and over 50...... 13 16 15 18 11.5 14.5 13 16 
70 and over 60...... 14 17 16.5 19.5 12.5 15.5 14 17 
80 and-over 70...... 15 i765 Wb 2 13.5 16 15 17.5 
90 and over 80...... 16 18.6 18.5 31 14.5 17 16 18.5 
100 and over 90...... 17 19.5 19.5 22 15.5 17.5 17 19.5 
110 and over 100...... 18 20.5 20.5 23 16 18 18 20.5 
120 and over 110...... 19 21.5 21.5 24 17 19 19 21.5 
130 and over 120...... 20 22 23 25 18 20 20 22 
140 and over 130...... 21 23 24 26 19 20.5 21 23 
150 and over 140...... 22 24 25 27 20 21.5 22 24 
160 and over 150...... 23 25 26 28 20.5 22 23 25 
170 and over 160...... 24 26 27 29 21.5 2 24 26 
180 and over 170...... 25 26.5 28 29.5 22.5 24 25 26.5 
190 and over 180...... 26 27.5 29.5 31 23.5 25 26 27.5 
200 and over 190...... 27 28.5 30.5 $2 24.5 26 27 28.5 
210 and over 200...... 28 29.5 31.5 33 25 26.5 28 29.5 
220 and over 210...... 29 20.5 32.5 34 26 27.5 29 30.5 
230 and over 220...... 30 31 33.5 34.5 27 28 30 31 
240 and over 230...... 3 32 34.5 35.5 28 28.5 31 32 
250 and over 240...... 32 33 36 37 29 29.5 33 33 
260 and over 250...... 32.5 33.5 36.5 37.5 29.5 30 $2.5 33.5 
270 and over 260...... 33 33.5 37 37.5 29.5 30 33 33.5 
280 and over 270...... 33.5 34 37.5 38 30 30.5 33.5 34 
290 and over 280...... 34 34.5 38 38.5 30.5 $1 34 34.5 
300 and over 290...... 34.5 34.5 38.5 38.5 31 31 34.5 34. 
OWE GOO Sic setaienwasns 35 35 39 39 $1.5 31.5 365 35 


GRANT IN PART ADVISED 


Attorney-Examiner C. E. Boles and Engineer-Examiner Ed- 
ward Gray, in a report on finance docket No. 3197, construction 
of line by Waco, Beaumont, Trinity & Sabine Railway, have 
recommended a certificate of public convenience and necessity 
permitting the applicant to construct and operate an extension 
of its railroad from its terminus at Livingston, Tex., to a point 
at or near Port Neches, certain parts of the line to be built 
only in the event trackage rights cannot be obtained over ex- 
isting lines; also a belt line passing through Beaumont and 
connecting at each end with the proposed extension. 

They recommend that the Commission find that the public 
convenience and necessity do not require the construction of 
that part of the proposed extension from a point on the Neches 
river, northwest of Port Neches, to West Port Arthur, or the 
construction of a proposed marine facilities line between Port 
Neches and Port Arthur, because, as seen by the examiners, 
there is no necessity for another railroad south of Beaumont, 
except for purely competitive service. ‘The need for competi- 
tive service, in their view, is not such as to warrant construc- 
tion. They said it did not appear that the extension of Beau- 
mont, which they said’ would be southward along the Neches 
river, would depend upon the construction of a new railroad. 
They said the testimony indicated that that extension was 
inevitable. 

The examiners recommended the giving of permission to re 
tain excess earnings from the new construction. 

The application, the examiners said, was for an extension 
from Livingston via Beaumont, to West Port Arthur, a distance 
of approximately 100.26 miles; for a belt line passing through 
the southern and southwestern parts of Beaumont, having an 
estimated length of 2.23 miles; and a marine facilities line 
beginning at a point on the proposed extension at or near 
Port Neches, thence along the general course of the Neches 
river and of the Sabine-Neches canal to a connection with the 
proposed extension in Port Arthur, a distance of 12.16 miles. 

Protest against the grant of a certificate was filed by the 
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Texarkana & Fort Smith and the Port Arthur Canal & Dock 
Company, subsidiaries of the Kansas City Southern. Protests 
relating to the lines south of Beaumont, thé examiners said, 
were filed by three oil companies. They objected to the route 
proposed because it would traverse their lands. One of them 
objected to authority to construct the proposed extension on 
any route east of the line of the Texarkana & Fort Smith; that 
is to say, on any route between that road and the water front. 
Two of the oil companies, the examiners said, favored the ex- 
tension on what they called a suitable location. 

Hearing on the subject was held by the Texas commission. 
The governor of Texas and the commission have recommended 
the grant of the prayer for certificate. 

The applicant owns two unconnected railroads. 
line extends from Weldon to Livingston, a distance of 48.3 
miles. It also owns or is in the process of acquiring what is 
known as the Colmesneil line, extending from Trinity to Col- 
mesneil, a distance of 66.6 miles. The two parts are brought 
into contact by means of trackage rights over the International- 
Great Northern, which favored the grant of a certificate. The 
lines were operated by the displaced Missouri, Kansas & Texas, 
of Texas. The present company has been operating them since 
April, 1923. Operation of the Colmesneil line was authorized 
by the Commission in July, 1923. 

In behalf of the applicant it was claimed that construction 
was necessary to assure continued operation of the existing 
lines, for the development of the country between Livingston 
and Beaumont, and to assure the proper growth and development 
of the Beaumont-Port Arthur industrial district, and of the 
Sabine ports. Extension of the line to Waco, the application 
said, was also contemplated but application for a certificate 
was not contained in this application. Access to Waco would 
give the applicant entry into the cotton tonnage country and 
give the applicant connection with railroads with which ar- 
arrangements could be made to equalize rates to Beaumont and 
Port Arthur with rates to Houston and Galveston. 

The protestants argued that existing railway lines to Beau- 
mont and Port Arthur, which they serve, were adequate to 
serve the district; that construction would be useless dupli- 
cation of existing facilities, creating no new business but hamp- 
ering industrial development, especially around Port Neches. 
They said the location of the proposed line south of Beaumont 
was such as to injure waterfront property and to destroy, in 
a large measure, the value of their facilities. The facilities, 
they claimed, were built along well-considered plans to develop 
the industrial possibilities of the district. The protestants said 
they were pioneers in opening up Port Arthur and providing 
rail facilities along the Sabine-Neches waterway and should be 
allowed to profit from the growth of business at those ports. 
They asserted that the new line would not provide a shorter 
route between Port Arthur and the points to and from which 
traffic would move; that the applicant had no financial plan and 
that construction of the proposed extension would, therefore, add 
a weak and unnecessary line to the railroad system. They said the 
evidence as to extension to Waco should be excluded as im- 
material, since it was admittedly not covered by the applica- 
tion. 

Thousands of words were used by the examiners to make 
a record showing the road was built originally to bring out 
timber and that in 1910 a part of it fell under the condemna- 
tion of the Commission as a tap line not entitled to divisions 
or allowances; that timber would be one of the leading, if not 
the leading item of traffic on the proposed extension and that the 
promoter, R. C. Duff, thinks that if the extensions are per- 
mitted he can keep the road alive until agriculture following 
lumbering operations will give it tonnage enough for a livelihood. 


The examiners thought the estimates of cost were under the 
probable cost, the latter being estimated by them at $7,000,000, 
instead of a litle more than $5,000,000, the estimate of the 
promoter. The applicant said the extension could not be financed 
by stock sales because such an amount would have to be issued 
as would assure Mr. Duff being placed in the minority and, 
therefore, deprived of control of the property. A _ tentative 
financing plan was outlined but the applicant said it did not 
desire to be bound in any way by it. The tentative plan is to 
issue bonds greatly in excess, the examiners said, of the es- 
timated cost of the road and in that way to furnish funds enough 
to pay fixed charges for the first five years. In conclusion the 
examiners said: 


The main 


The necessity of another railroad south of Beaumont is purely a 
question of competitive service. If the railroad lines were operated 
as a unified system there would be no advantage in building the pro- 
posed line south of Beaumont. On the contrary the service could be 
given with a much smaller capital cost and lower operating cost 
without the proposed line, which would largely impair the usefulness 
of the facilities already provided and well suited to their purpose. 
The question is whether, in view of the testimony, the need for 
competitive service justifies this duplication and interference of facili- 
ties. The evidence shows that both Beaumont and Port Arthur have 
grown and are growing fast; that the space for port facilities in the 
city of Beaumont is very limited; that the waterway south of 
Beaumont is being used by large industries; and that further ex- 
tension of the port of Beaumont must be southward along the Neches 
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River. It does not appear that this expansion will depend on the 
construction of a new railroad. The testimony indicates that it is 
inevitable. The advantages of diverting a part of the traffic of the 
ports of Galveston and Houston to Sabine ports are not clear. Ap- 
plicant would divert the traffic south of Beaumont from the lines that 
now carry it, in order that other lines might consent in exchange 
for such traffic to divert part of their traffic to the applicant’s line, 
equalizing rates of the long line to Beaumont and Port Arthur with 
their shorter lines to Houston and Galveston. This seems undesirable 
since it is uneconomical. The only justification of the line south of 
3eaumont is that it is necessary to support the rest of the line, 
especially to assist the existing road which may otherwise be obliged 
to discontinue operation. The evidence indicates that the investment 
required for all the lines proposed would probably not be justified by 
an adequate return, but that the extended line as a whole would 
probably be able to sustain itself. The marine facilities line dupli- 
cates existing facilities of the Kansas and would greatly reduce their 
usefulness. lit is not necessary except to give the applicant a command 
of almost the whole waterfront from Beaumont to Port Arthur. Ex- 
tension of the line to Beaumont, including the belt line at Beaumont 
and a further extension of the line to some point on the Neches 
River above Port Neches in order that the applicant may have suit- 
able marine terminals and an opportunity to aid in development of 
the port at Beaumont, would adequately serve the public convenience 
and necessity as shown by the facts of record. Should the com- 
mission find that the public convenience and necessity require the 
extension of the applicant’s operation into Port Arthur, such opera- 
tion should be over the main line of the Texarkana & Fort Smith, the 
yi omgey to provide its own dock and terminal facilities at Port 
Arthur. 

Upon the facts of record, the commission should find that the 
public convenience and necessity require and will require the construc- 
tion of the extension proposed by the applicant from Livingston to 
Beaumont, excluding the sections covered by the existing lines, but 
including the belt at Beaumont; and the construction of an extension 
from Beaumont to a point on the Neches River north of Port Neches 
at or near the northwest boundary of the property of the Sun Oil 
Company; but do not require and will not require the extension of 
the applicant’s line south of this point, or the construction of its 
marine facilities line. Permission to retain excess earnings from the 
new construction should be granted. 


RATE FIGHT SETTLEMENT 


Composition of the disagreement between the Michigan 
Railroad Company on the one hand and its connections on the 
other, as to arbitraries and divisions, has been proposed by 
Examiner Burton FuHer in a report oft further hearing in No. 
11980, Michigan Railroad Company vs. Pere Marquette et al. 
The original report is contained in 74 I. C. C. 496. In that 
report the Commission said the record was not sufficient to 
prescribe reasonable rates and equitable divisions over the 
routes it directed the carriers to establish between points on 
the complainant’s line and points on the lines of the defendants, 
the points on the line of the complainant to be favored with 
the establishment of through routes being Saugatuck, Vries- 
land, Forest Grove, Jamestown and Frankenmuth. 

The Commission ordered the carriers to establish the rates 
and agree upon divisions not later than May 1, 1923. They 
complied by publishing the arbitraries and divisions proposed 
by the Pere Marquette, that road acting as agent for the com- 
plainant in the publication of the rates and divisions. The 
examiner said that while, under its power of attorney given 
the publishing line, the Michigan Railroad appeared to consent 
to the arbitraries to be used in the making of the rates, and 
the divisions to be accorded it out of the joint rates so estab- 
lished, it had not done so. The proposal of the Pere Mar- 
quette was as follows: 
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Fuller said the Commission should prescribe the following: 
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LARD RATE ADJUSTMENT 


Examiner F. L. Sharp has recommended the dismissal of 
No. 15253, Cleveland Provision Company vs. Atchison, Topeka 
& Santa Fe et al., on a finding that the rates on steam lard. 
from western refining points to Cleveland and on refined lard 
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from Cleveland to the Atlantic seaboard, for export, had not 
been shown to have been or to be unreasonable or unduly 
prejudicial. 

A refining-in-transit arrangement at Cleveland, applicable 
on steam lard, was desired because the complainant, in its 
pork producing business has not been able to obtain lard 
enough to meet the demands. It has been buying the steam 
lard at Chicago and other western packing points, refining it 
at Cleveland and forwarding it on a combination ranging from 
11.5 to 13.5 cents higher than the rates Chicago refiners have 
to pay. The latter buy steam lard at Chicago, a rate-breaking 
point, and forward the product on the regular fifth class through 
rate. There is no refining privilege at Chicago, but by reason 
of rates breaking there the competitors of the complainant 
have a situation giving them an advantage of the kind men- 
tioned. 

Refining in transit of vegetable oils entering compounds 
that compete with lard, and storage in transit on lard, are 
permitted at Cleveland. The examiner said there were no data 
to show the extent of the competition between lard and the 
compounds into which transmitted vegetable oils entered. 

The railroads objected to transit on the ground that if 
allowed at Cleveland it would have to be given at other points. 


PROPOSES REVERSAL 


A proposal that the Commission reverse itself has been made 
by Examiner F. W. McM. Woodrow, in a report on No. 12228, 
Bradford Rig & Reel Company vs. Director-General, Atchison, 
Topeka & Santa Fe, et al., upon rehearing. The original report, 
80 I. C. C. 335, found the rate on rig irons in carloads, from 
Iola, Kan., to Tulsa, Okla., unreasonable to the extent it ex- 
ceeded 22 cents prior to June 25, 1918, 27.5 cents between that 
date and August 26, 1920, 37 cents from August 26, 1920, to 
July 1, 1922, and 33.5 cents thereafter. The Commission awarded 
reparation and ordered the establishment of the 33.5 cent rate. 

In the further hearing on this case it was pointed out that 
in Memphis-Southwestern Investigation, 77 I. C. C. 473, the 
rate for the short-line distance between Iola and Tulsa was 
made 40 cents. The examiner said that it might be that the 
record in No. 14760, Parkersburg Rig & Reel Company vs. Chi- 
cago, Rock Island & Pacific et al., and cases consolidated with it, 
pending, would justify the removal of rig irons from the classi- 
fication accorded them in Memphis-Southwestern Investigation, 
but that the record in this case did not justify removal. 

Another comparison between the original report and the 
evidence on rehearing was as to the character of the movement 
from Iola to Tulsa. In the original report the Commission 
said: “There is a regular and substantial movement of rig 
irons from Iola to Tulsa.” Woodrow said the present record did 
not substantiate that declaration. No shipments of rig irons, 
he said, moved from Iola to Tulsa over the Santa Fe, the short 
line, from May 24, 1920, to the date of the hearing, December 5, 
1923. He said 49 cars were shipped in 1922, but only 19 in 1923. 
He said the Commission should hold the challenged rates not 
unreasonable, but that for the future the rate should not ex- 
ceed 40 cents, and dismiss the complaint. 


MARINETTE-MENOMINEE RATES 


A dismissal on all except one’ point has been recommended 
by Examiner J. C. Donally as to No. 15087, Marinette & Menomi- 
nee Paper Company vs. Chicago & North Western et al., and 
three sub-numbers thereunder, in each of which the Victory 
Bag & Paper Company was also the complainant. The examirer 
said the Commission should find the interchange switching 
charge of the Chicago & North Western, on pulp wood, for- 
warded to Menominee, Mich., in connection with the Wisconsin 
& Michigan, not unreasonable but unduly prejudicial. He said 
reparation should be denied because no damage had been shown 
to have resulted from the imposition of the charge proposed for 
condemnation. 

As to rates on wood pulp, paper and paper bags, carloads, 
between a mill in Menominee and mills in Marinette, the latter 
across the river in Wisconsin, Donally said the Commission 
should find they were not unreasonable, unjustly discriminatory 
or unduly prejudicial. A like finding, he said, should be made 
as to the rate on coal, from the docks in Menominee to the 
complainants’ mill in Marinette. 

The complainants alleged the rates maintained by the de- 
fendants for switching traffic at and between Menominee and 
Marinette were and are unreasonable, unjustly discriminatory 
and unduly prejudicial. The Chicago & North Western and the 
Milwaukee were the only defendants. The mills of the com- 
plainants are in the municipalities separated by the Menominee 
river. The complainants asserted that in the assembling of ma- 
terials and in supplying customers, the economical operation of 
the mills required inter-plant switching. They contended that 
Switching operations at their paper mills were simple and that 
with respect to service beyond the plant facilities, the operations 
were also free from difficulty by reason of the absence of grades 
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and congestion. The defendants, on the other hand, testified 
that their facilities in the cities mentioned were limited, that 
they were crowded with switching at all times and that ¢he 
operating conditions were against free and easy movement of 
traffic between plants. 

The complainants took the position that the service between 
the cities was merely a switching service within what was es- 
sentially one switching district. They contended the service 
was less onerous than those at Green Bay, which is divided by 
a river, and at Neenah-Menasha, Wis. 

Donally said the situations referred to were not fairly com- 
parable with those at Menominee and Marinette. He said that 
not only were the cities distinct municipalities but that they 
were in different states. He said that one crew could not re- 
lieve another upon the connecting bridge and that there was 
some overlapping of the fields of operation of the switching 
crews in the two cities, but that only in the matter of seniority 
of switchmen were the two places regarded as a single switch- 
ing district. Commodity rates are applicable on the traffic. 
The railroads said that the volume of the traffic, even if han- 
dled by rail, would be light, the movement sporadic and not in 
the direction of traffic. They said they were not organized for 
such traffic and earnestly opposed, Donnally said, what they 
termed an effort on the part of the complainants to constitute 
the facilities of the carriers into a joint dray service between 
the two cities. 

As to the interchange switching charge proposed for con- 
demnation, the examiner pointed to Buffalo, Rochester & Pitts- 
burgh vs. Pennsylvania, 29 I. C. C. 114, as the answer to the 
contention of the North Western that the Wisconsin & Michigan 
was not in position to reciprocate in the interchange of traffic 
and therefore not entitled to as low an interchange rate as the 
Milwaukee. He said that that rate, involved in sub-number 3, 
should be found unduly prejudicial to the extent it exceeded, 
exceeds or may exceed the contemporaneous charge for like 
traffic received at Menominee over the rails of the Milwaukee. 


HAY RECONSIGNMENT CHARGES 


Examiner Burton Fuller has recommended the dismissal of 
No. 15404, Toberman, Mackey & Company vs. Cincinnati, New 
Orleans & Texas Pacific et al., on a finding that the charges for 
reconsignment and stoppage-in-transit on hay at Cincinnati and 
Chattanooga, in April, May and June, 1923, were applicable and 
not unreasonable or otherwise unlawful. A charge of $2.70 was 
made on shipments as to which orders were given prior to 
arrival and $6.30 on shipments after arrival. The complainant 
contended the charges were illegal to the extent they exceeded 
the charge of $2.70 applicable to hay or straw “held for inspec- 
tion and disposition orders incident thereto at billed destination 
or at point intermediate thereto.” 

Fuller said the rules under which the charges were assessed 
were substantially those prescribed in the Reconsignment Case, 
47 I. C. C., and 53 I. C. C. 455. He said that in the last men- 
tioned report the Commission said there was a clearly marked 
distinction between the service performed by carriers in ordi- 
nary diversion or reconsignment and that which was performed 
in connection with hay and grain held for inspection. Nothing 
in the present record, he said, warranted conclusions different 
from those announced in the cases he deemed controlling. 


SUGAR REPARATION 


A finding of unreasonableness, an order for the future and 
an award of reparation have been advised by Examiner J. O. 
Cassidy, in No. 14140, Solomon-Wickersham Company vs. Santa 
Maria Valley et al. He said the Commission should find rates 
on sugar, 80,000-pound minimum, from San Francisco and other 
points in California to Bowie and other points in Arizona, un- 
reasonable prior to July 1, 1922, to the extent they exceeded 
78 cents and 70 cents since that time. The complaint alleged 
the rates were unreasonable, unduly preferential, prejudicial and 
in violation of the fourth section. The examiner said the fourth 
section feature was disposed of in Sugar Cases of 1922, 81 
I. C. ©. 448, the carriers being denied further fourth section 
relief. The rate assailed was 86.5 cents on a 60,000-pound 
minimum. No rates on an 80,000-pound minimum were avail- 
able on shipments to Bowie. All the shipments, however, 
weighed more than 80,000 pounds, the examiner said. 


RATES ON GASOLINE 
Examiner J. O. Cassidy has recommended dismissal of the 
complaint in No. 14539, K. E. Brister et al. vs. Vicksburg, 
Shreveport & Pacific et al., on a proposed finding that rates 
charged on gasoline, in tank cars, from Eastland, Tex., Eram, 
Okla., and Shreveport and Destrehan, La., are not unreason- 


able. The shipments moved to Greenwood and Yazoo City, 
Miss. Reparation and reasonable rates for the future were 
asked. 





STRUCTURAL STEEL RATES 
Dismissal of the complaint in No. 15782, McClintic Mar- 
shall Steel Supply Company vs. Pittsburgh, Chartiers & 
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Youghiogheny et al., has been recommended by Examiner H. 
W. Johnson on a proposed finding that the fifth class rate of 
40.5ecents applied on 11 carloads of structural steel from Car- 
negie, Pa., to Richmond, Va., from April 2 to May 4, 1923, in- 
clusive, was not unreasonable and that no damage was shown 
to have resulted from any undue prejudice that may have ex- 


isted. The case was presented under the shortened procedure. 
Reparation only was asked. 


REPARATION ON MUSSEL SHELLS 

An award of reparation has been recommended by Examiner 
Lawrence Satterfield in No. 15388, Pioneer Pearl Button Com- 
pany vs. St. Louis-San Francisco et al., on a proposed finding 
that rates charged on six carloads of mussel shells from Marked 
Tree, Pocahontas and Clarendon, Ark., to Oswego, Kan., in 
April, July, August and September, 1922, were unreasonable 
to the extent that they exceeded 27 cents from Pocahontas and 
26 cents from Marked Tree and Clarendon. Charges were col- 
lected at applicable class E rates of 44.5 cents from Pocahontas, 
36.5 cents from Marked Tree, and 40 cents from Clarendon, 
except on one car to the latter point, on which a rate of 43 
cents was erroneously assessed. The overcharge has_ been 
refunded. 


PROPOSED LIVE STOCK SCALE 


A mileage scale to be used in making specific rates on live 
stock has been recommended by Examiner C. I. Kephart in a 
report on I. and S. No. 2038, live stock in Arizona, New Mex- 
ico and Texas. The suspended schedules were filed to become 
effective February 18 last. They proposed new rates, mainly 
increases, the examiner said, between points in Arizona and 
New Mexico and Deming, N. M., and El Paso, Tex., chiefly from 
Southern Pacific stations. 

Carriers asked that their proposal be treated as a unit. 
They said that to accept the reductions and reject the increases 
would accentuate disparities intended to be removed. The 
scale proposed by the examiner embodies the rates on beef 
cattle and on hogs in double and single deck cars prescribed 
by the Commission in Arizona Packing Company vs. Arizona 
Bastern, 81 I. C. C. 115. But the scale also provides for rates 
on other kinds of live stock. 

The respondents agreed at the hearing to withhold the 
application of the rates proposed by them until December 17 
next to the end that the questions raised in formal docket No. 
15027, Peyton Packing Company et al. vs. Arizona Eastern et al., 
and No. 15158, Arizona Cattle Growers’ Association vs. Apache 
Railway Company, now pending, might be reviewed and all con- 
sidered together. The suspended schedules were protested by 
the Arizona Corporation Commission, the Arizona Cattle Grow- 
ers’ Association and the El Paso Freight Bureau. They were 
suspended until June 17, but, in accordance with the agree- 
ment, they have been held up by the carriers until December. 

After May 17, 1909, no changes were made in the rates that 
had been established in 1898 and 1906 until General Order No. 
28 and the general changes since then, except to cure local 
situations. The suspended schedules were filed in consequence 
of the Commission’s decision in Arizona Packing Company vs. 
Arizona Eastern, before mentioned. In that case, the examiner 
said, the Commission prescribed rates on beef cattle and hogs, 
from points in Texas, New Mexico and Arizona, to Cactus, Ariz., 
which were higher, distances considered, than the rates here 
sought to be increased. 

Generally speaking, the examiner said, the effect of the 
pronosed schedules would be to reduce rates from points west 
of Tucson and increase them from Tucson and stations south 
and east thereof, on horses, mules, burros, donkeys, asses and 
jacks, on feeder cattle, and on fat sheep, also goats, in single 
and double deck cars; and to cause substantial reductions from 
nearly all stations on feeder sheep in single and double deck 
cars. The proposed rates were said to be graded on a basis 
consistent with other interstate rates on live stock now in 
effect between Texas on the east and California on the west. 
The carriers contended there was no .reason for lower rates 
eastbound than those westbound prescribed by the Commission 
in the Arizona Packing Company case. They said the proposed 
rates were on practically the same levels as those used by the 
Santa Fe between points west of Albuquerque, in New Mexico, 
Arizona and California. They, in turn, were based on rates 
prescribed by the Commisison in American National Live Stock 
Association vs. Southern Pacific, 26 I. C. C. 37; 32 I. GC. C. 488: 
and 32 I. C. C. 515. 

Protestants contended for the anplication of the 1716 scale, 
so-called. nrescrihed in 22 I. C. C. 150. as modified in 48 I. C. C. 
283. and the svbsenuent veneral increases and reduction. The 
examiner, commenting on that scale. said its extension to territory 
of lesser traffic densitv was denied in the Arizona Packine Com- 
pany case, in which the Commission prescribed rates from 14 
to 24 ner cent higher than the southwestern, or 1716 scale, rates 


on beef cattle and a lesser spread on hogs. In conclusion, the 
examiner said: 
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The commission should find that the schedues under suspension 
have not been justified as a unit, and an order should be entered 
requiring their cancelation, without prejudice to the establishment of 
revised rates and carload minima not in excess of those set out below. 
These embody the scales on beef cattle and on hogs in double-deck 
and single-deck cars prescribed in Arizona Packing Co. vs. A. E. 

. Ce 

In publishing rates hereunder, respondents. should show them 
as specific rates and not merely as_ distance scales, and the Arizona 
Eastern should be treated as a Southern Pacific line. 

The following rates are stated in cents per 100 pounds. The 
rates in column 1 apply on beef cattle; also on fat sheep, goats, and 
hogs, double deck. Column 2 rates apply on fat sheep, also goats, 
single deck; and Column 8 rates apply on hogs, single deck. Column 
4 and Column 5 rates are single and joint line rates, respectively, for 
application on horses, mules, burros, donkeys, asses, and jacks. 


Col. 1 Col. 2 Col. 3 : Col. 4 Col. 5 
Miles Rates Rates Rates Miles rates rates 
10 and less...... 10 12.5 11.5 410 amd FOSS: 2.06000. 14 17 


15 and over 10..11 13.5 12.5 20 and over 10....15.5 18. 
20 and over 15..12 15 13.5 30 and over 20.... 17 20 


a 


25 and over 20..13 16 15 40 and over 30.... 18.5 21.5 
30 and over 25..14 17.5 16 50 and over 40.... 20 23 
35 and over 30..15 19 17 60 and over 50.... 21.5 24.5 
40 and over 35..16 20 18 70 and over 60.... 23 26 
45 and over 40..17 21 19. 80 and over 70.... 24.5 27.5 
50 and over 45..18 22.5 20 90 and over 80.... 26 29 
55 and over 50..19 23.5 21 100 and over 90.... 27 50 


60 and over 55..19 24 22 


110 and over 100.... 28 31 
65 and over 60.. 20 25 23 


120 and over 110.... 29 32 


70 and over 65.. 20 25.5 23 130 and over 120.... 30 33 
75 and over 70.. 21 26 24 140 and over 130.... 31 34 
80 and over 75.. 21 26.5 and over 140.... 32 35 
85 and over 80.. 22 27 25 160 and over 150.... 33 36 
90 and over 85.. 22 27.5 25 170 and over 160.... 34 37 
95 and over 90.. 23 28.5 26 180 and over 170.... 35 38 


100 and over 95.. 23 29 26 
110 and over 100.. 24 30 27 
120 and over 110.. 25 31 28 
130 and over 120.. 26 32.5 29 


190 and over 180.... 36 39 
200 and over 190.... 37 39.5 
210 and over 200.... 38 40 
225 and over 210.... 39 41 


bo 
~ 
Manan oO oH OH CoE 
_ 
or 
oO 


140 and over 130.. 27 34 31 240 and over 225.... 40 42 
150 and over 140.. 28 35 32 255 and over 240.... 41 43 
160 and over 150.. 29 36 33 270 and over 255.... 42 44 
170 and over 160.. 30 37.5 34.5 285 and over 270.... 43 45 
180 and over 170.. 31 38.5 35.5 300 and over 285.... 44 46 
190 and over 180.. 32 40 36.5 315 and over 300.... 45 47 
200 and over 190.. 33 41 38 330 and over 315.... 46 48 
210 and over 200.. 34 42.5 39 345 and over 330.... 47 49 
220 and over 210.. 35 44 40.5 360 and over 345.... 48 49.5 
230 and over 220.. 36 45 41.5 380 and over 360.... 49 50 
240 and over 230.. 37 46 43 400 and over 380.... 50 51 
250 and over 240.. 38 47 44 420 and over 400.... 51 52 
260 and over 250.. 38 47.5 44 440 and over 420.... 52 53 
270 and over 260.. 39 49 45 460 and over 440.... 53 54 
280 and over 270.. 40 50 46 480 and over 460.... 54 55 
290 and over 280.. 40 50.5 46 500 and over 480.... 55 55.5 
300 and over 290.. 41 51.5 47 520 and over 500.... 56 56 
310 and over 300.. 42 52.5 48 540 and over 520.... 57 57 
320 and over 310.. 42 53 48 560 and over 540.... 58 58 
330 and over 320.. 43 54 49 580 and over 560.... 59 59 
340 and over 330.. 44 55 50 600 and over 580.... 60 60 
350 and over 340.. 44 55.5 51 625 and over 600.... 61 61 
360 and over 350.. 45 56 52 650 and over 625.... 62 62 
370 and over 360.. 46 57 53 675 and over 650.... 63 63 
380 and over 370.. 46 57.5 53 700 and over 675.... 64 64 
390 and over 380.. 47 59 54 725 and over 700.... 65 65 
400 and over 390.. 48 60 55 750 and over 725.... 66 66 


410 and over 400.. 48 60. 
420 and over 410.. 49 61 
430 and over 420.. 49 61. 
440 and over 430.. 50 62 
450 and over 440.. 51 63. 
460 and over 450.. 52 64. 
470 and over 460.. 52 65 
480 and over 470.. 53 66 
490 and over 480.. 53 66 
500 and over 490.. 54 67 
525 and over 500.. 55 69 
550 and over 525.. 56 70. 
575 and over 550.. 57 = 71. 
600 and over 575.. 58 72 
625 and over 600.. 59 74 68 
650 and over 625.. 60 75 69 
675 and over 650.. 61 76 70 
700 and over 675.. 62 77.5 71 
725 and over 700.. 63 78.5 72 
750 and over 725.. 64 80 74 
775 and over 750.. 65 81 75 
800 and over 775.. 66- 82.5 76 


55 775 and over 750.... 67 67 
56 800 and over 775.... 68 68 


nnn an ana 
a 
oe 


For hauls over two or more lines for distances of 500 miles or 
less, 4 cents may be added to the single line rates shown in Columns 
1, 2 and 3. The rates so obtained for 500 miles should be applied as 
minima for greater distances. Distances should be computed over 
the shortest workable routes. Carriers operating under a common 
ownership, control, or management should be treated as a single line. 

Rates on feeder stock should be 75 per cent of the foregoing 
rates. Minimum weghts on the several kinds of live stock for which 
rates are herein prescribed should be those provided in Item 1685A, 


Supplement No. 14, to Agent A. C. Fonda’s Texas Lines Tariff I. C. 
C. No. 148. 





MILWAUKEE WITHDRAWS TARIFF 


The hearing of Investigation and Suspension 2185, furniture 
from Illinois and Wisconsin to Milwaukee, set for September 
8, before Examiner Shanafelt, at Chicago, was canceled. . The 
Chicago, Milwaukee & St. Paul, whose supplement 14 to I. C. C. 
B-4874 was under suspension, withdrew the proposed tariff, 
allowing the old rates to remain in effect. 





GUARANTY CERTIFICATE 


The Commission has certified to the Secretary of the Treas- 
ury that the Missouri & Illinois Bridge & Belt Railroad Com- 
pany owes the United States $20,395.56 under section 209 of 
the transportation act. 
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S. P.-E. P. & S. W. MERGER 


The Trafic World Washington Bureau 


Hearing on the applications of the Southern Pacific to 
acquire control of the El Paso & South Western (finance docket 
No. 4164) and then to extend the merged lines (finance docket 
No. 4148) so as to provide, in effect, a double track for the 
Southern Pacific between El Paso and Yuma, was begun before 
Director Mahafiie of the Commission’s Bureau of Finance, Sep- 
tember 8. Julius Kruttschnitt, chairman of the executive com- 
mittee and L. J. Spence, traffic director, under the guidance of 
Fred H. Wood, attorney for the Southern Pacific in this case, 
which was initiated before he severed his connection with the 
Southern Pacific, laid the broad foundation. 

No objection was made to the proposed acquisition and ex- 
tension. Interventions in favor of the proposals were filed by 
the Arizona Corporation Commission by D. F. Johnson, chair- 
man and Amos A. Betts; New Mexico Corporation Commission 
by Hugh H. Williams, chairman of that body; Arizona Industrial 
Congress by P. G. Spilsbury; Tucson, Deming and Lordsburg 
chambers of commerce, by Kirk T. Moore; Main Line Associa- 
tion by H. B. Wilkinson and F. A. Jones; city of Phoenix by 
Louis Whitney, mayor; Chandler Chamber of Commerce, by 
Sam G. Bailie; Salt River Water Users’ Association, by Alex 
Baker, who also represented Governor Hunt of Arizona; Mari- 
copa County, Ariz., by J. L. B. Alexander; Florence and Casa 
Grande chambers of commorce, also Pinal county, Ariz., by 
BK. L. Green, county judge; El Paso City, by W. H. Burgess and 
El Paso Chamber of Commerce, J. A. Happer. 

Under the agreement proposed by the two railroads con- 
cerned the Southern Pacific is to acquire all the outstanding 
capital stock of the El Paso & South Western, including the 
various railroad subsidiaries, together with all its assets of 
every nature. In return the El Paso & South Western interests 
are to receive 280,000 shares of common stock of the Southern 
Pacific Company, having a par value of $28,000,000 and 5 per 
cent collateral trust bonds of the Southern Pacific Company with 
a par value of $29,450,000, or a total of $57,400,000 par value. 

When that takes place the Southern Pacific agrees to con- 
struct lines in Arizona, connecting with the present main line, 
that will result in putting Phoenix and the Salt River valley 
upon the main line and will give the Southern Pacific the ben- 
efit of a double track service through the larger part of the 
territory it traverses in Arizona. The proposed new line will 
leave the present main line of the Southern Pacific near Picacho, 
Ariz., 46 miles west of Tucson, and will run to Chandler, Ariz., 
with a short branch to Florence. From Chandler, which is on 
the Arizona Eastern Railroad, a subsidiary of the Southern 
Pacific, westward to Hassayampa, the western terminus of that 
line, the roal will be reconstructed , and a new main line will be 
built, Hassayampa westward to a point of junction with the 
present Southern Pacific main line at Dome, 23 miles east of 
Yuma, a distance of 9,115 miles. This construction work will 
cost, it is estimated, $12,000,000 to $15,000,000. 

It is estimated that the new railroad construction will open 
for development 200,000 acres of land which may be brought 
under irrigation. 


Mr. Kruttschnitt said that approval of the proposals of the 
Southern Pacific and the El Paso & South Western would give 
the public better service, save operating expense for the Southern 
Pacific and open new territory for development at a smaller 
expenditure for additional railroad facilities in the states af- 
fected than could possibly be made under any other plan. ‘It 
would enable the Southern Pacific to interchange traffic with 
the Rock Island, without the intervention of the El Paso & 
South Western and thereby put the Southern Pacific into more 
direct competition, in southern California and middle west, 
with the Union Pacific and Santa Fe, as contemplated by the 
consolidation parts of the law, and above all, preserve existing 
routes and channels of trade, as commanded by the law. 

“It is a logical union,” said Mr. Kruttschnitt,” as demon- 
strated by the complementary nature of the properties to be 
united and by the fact that their consolidation has been pro- 
posed in every comprehensive consolidation plan that has been 
put forward under the transportation act. Their unified control 
and operation will bring about an orderly development of 
transportation facilities in the country served, at the minimum 
of capital expenditure for new construction. 

“It will result in more efficient operation, in large oper- 
ating economies, and in the avoidance of capital expenditures 
for new construction to the mutual advantage of the applicants 
and ‘the public.” 

Estimates of chief items of savings to accrue annually 
as a result of the proposed railroad unification include: 

Reduction in administrative expenses $575,000; double 
tracking the Southern Pacific line between Tucson and El Paso 
which is rapidly becoming necessary to handle increasing traf- 
fic, including interest on the $16,880,000 such construction 
would cost, taxes on same and maintenance, a total of $1,943,100; 
economies through reduction of “unbalanced traffic’ and use 
of Southern Pacifie’s great ‘“2-10-2” locomotives which are 
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peculiarly adapted for use on BE. P. & S. W. lines, $662,100; 
reduction in passenger train miles through unified service, 
$155,000. 

“The price to be paid,” Mr. Kruttsehnitt said, “does not 
add one dollar to the investment in or the value of railway 
property upon which the public is called upon to pay a return 
and therefore can have no bearing upon rate making value of 
these lines or upon the rates to be paid by the public.” 

Although the new line via Phoenix will be 40 miles longer 
than the present Southern Pacific main ilme it possesses 
marked advantages in the way of lower grades. 

“The cost of constructing the new line,’ Mr. Kruttschnitt 
said, “will be offset by saving gained by eliminating local train 
service that will become unnecessary, by short-routing traffic 
to and from the mines near Magma and east thereof, and be- 
tween Phoenix and Southern California, and most of all by 
avoiding double tracking the main line of Southern Pacific 
now imminent.” 

The witness showed that the expense of double tracking 
the section of Southern Pacific line westward from Picacho, 
rapidly becoming necessary because of the increasing volume 
of traffic, would be obviated as a result of the new construc- 
tion which would afford double track service there. From the 
new construction, he said, the public would not only benefit 
through the saving of this expense but also from the new de- 
velopment made possible and from operating economies. 

Acquisition of the E. P. & S. W., together with the railroad 
construction in Arizona proposed by the Southern Pacific, Mr. 
Spence pointed out would provide a second track substantially 
all the way from El Paso to Yuma. This will give relief from 
frequent meeting of trains and consequent congestion on the 
single track line and will be “of incalculable benefit to the 
through freight and passenger service.” 

“Together with the unification of separate units,” Mr. 
Spence continued, “this will enormously contribute to the 
strength of the El Paso route in competition with the Santa Fe 
route, which will soon have two tracks all the way between 
Chicago and southern Cailfornia, and with the Union Pacific, 
of which a large part is double track route. 


“These improvements coupled with the increased produc- 
tion and consumption of the territory to be served and devel- 
oped by the proposed construction through Arizona may be 
expected substantially to expand the volume of freight and 
the share of passenger travel via the El Paso route, and thereby 
stimulate the prosperity of all the communities located thereon 
and the sections of the country thereto.” 


Referring to the territory west of El Paso where the E. P. 
& S. W. line parallels that of the Southern Pacific as far as 
Tucson, Ariz., Mr. Spence showed the entire traffic in 1923 
between all points, including El Paso, reached by both lines 
was only 3,062 tons by the E. P. & S. W. and only 8,427 tons 
by the Southern Pacific. 


Mr. Spence submitted a statement showing the interchange 
of revenue freight between the El Paso & South Western and 
connecting lines during 1923 as follows: With the New Mexico 
Central, 1329 tons; Texas & Pacific, 11,011 tons; Mexican lines 
at El Paso, 53,339 tons; Santa Fe, 155,777 tons; Rock Island, 
1,555,857, and Southern Pacific, 616,888 tons. 


“It is therefore apparent,” he said, “first, that the inter- 
change with the Southern Pacific lines exceeds the interchange 
with every other connection, and, secondly, that the interchange 
with Southern Pacific ilnes and the Rock Island, embraces all 
but a very minor part of the whole interline freight traffic of 
the E. P. & S. W. system. None of this preponderant inter- 
change will be disturbed by the unified operation of the E. P. 
& S. W. and Southern Pacific lines, nor will there be any ma- 
terial disturbance of the minor volume of interchange hereto- 
fore made with other connections. Therefore the proposed 
merger will maintain existing through routes and channels 
of trade and commerce to an extraordinary degree.” 


The witness traced the development of traffic in perishable 
products from the Imperial Valley and elsewhere and showed 
how the unification of the two railroad systems would facilitate 
this movement. 


“The Rock Island—E. P. & S. W.—Southern Pacific route 
is the only route by which the Southern Pacific can maintain 
the same passenger train schedules between Chicago and Los 
Angeles as are maintained by the Santa Fe and the Union 
Pacific,’ Mr. Spence asserted. “It is the route of the Golden 
State Limited, which is operated daily in each direction between 
Chicago and Los Angeles upon a schedule of about 68 hours. It 
is the only route passing through El Paso by wnich through 
passenger trains are operated between Chicago or Kansas City 
and Southern California. 

After Kruttschnitt and Spence had indicated the broad 
grounds on which the proposed consolidation for operation of 
the two properties could be justified, other witnesses told the 
details about the proposed issue of securities, the amount of 
traffic to be obtained at specified points on the merged system 
and the details of operations. The securities issue phase was 
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covered by A. D. McDonald, vice-president and comptroller of 
the Southern Pacific. 

F. E. Fenchurch, general freight agent for the Arizona 
Eastern and assistant general freight agent of the parent com- 
pany, elaborated statistics put into the record by Mr. Spence, 
his duties making him familiar with local conditions which 
would illustrate the general propositions made by the traffic 
director. 

After the railroad men, came the state commissioners and 
the representatives of the civic organizations. They had inter- 
vened in support of the applications. They added their testi- 
mony to that of the Southern Pacific officials to show wherein 
and the extent to which they believed the communities in Ari- 
zona and New Mexico would be benefited. 

D. F. Johnson, chairman of the Arizona commission, made 
a general statement in behalf of that regulating body, and 
Commissioner Amos A. Betts went into details. Hugh H. Wil- 
liams, chairman of the New Mexico commission, performed a 
like service for the utility regulating body and citizens of that 
state. They were not subjected to cross-examination, but Mr. 
Wood asked each a number of quetsions with a view to having 
them present all that could be said in favor of what was pro- 
posed. 

P. G. Spilsbury, for the Arizona Industrial Congress, urged 
haste in granting the applications, to the end that work might 
be begun this winter, winter being the time for construction 
work in that part of the country. He said the matter had been 
submitted to and considered by every organization in the state 
and each had voted in favor of the applications. Director Ma- 
haffie wanted to know whether the organizations would be in 
favor of any part of the proposal if the Commission granted 
one application and denied the other. The witness said he did 
not feel warranted in expressing an opinion of a phase that 
had not been considered. He said the two applications were 
considered at the same time as if they were merely parts of 
one proposition. 4 

Mayor Whitney of Phoenix said he could not say anything 
more to the point than that the people of that city were abso- 
lutely in favor of a grant of both applications. He said the 
city was anxious to get main line service and felt that it could 
be obtained by the grant of the permits for which the applica- 
tions had been made. Answering a question by Mr. Betts, he 
said it was the position of people in both states that the benefit 
to be derived from the grant of one of the applications would 
not be as great as would flow from the grant of both. 

Similar testimony was given by E. L. Green, judge of Pinal 
county, Arizona, who also represented the Florence and Casa 
Grande chambers of commerce, and Sam G. Bailie, secretary 
of the Chandler Chamber of Commerce. 


The hearing was completed with the morning session of 
September 9, when, among others, Senator Ashurst, of Arizona, 
appeared as a hearty advocate of the plan to merge the El Paso 
& South Western in the Southern Pacific. The senator said it 
was a happy circumstance for Arizona and New Mexico that 
the railroad captains of industry had realized and acted upon 
the realization that service was what was desired and that 
when they came offering service they would receive support in 
their undertakings. He praised the Southern Pacific manage- 
ment upon the stand it had taken, especially in its policy of 
discussing all its plans, as soon as they were formulated, with 
the people for whom they proposed to perform service, so that 
Arizona and New Mexico communities knew what they were 
trying to do and how they proposed doing it. Phoenix, in par- 
ticular, he thought, would be greatly benefited by the proposal, 
and the benefit to Phoenix meant not only good for that city 
but all that part of the state. 

E. R. LarRieu, general chairman of the Order of Railway 
Trainmen, approving the proposed merger, said there was no 
reason why El Paso & South Western trainmen should be 
alarmed over the proposed merger because the amount of busi- 
ness on that road would be increased. If any men needed to 
be alarmed the Southern Pacific men were the ones to think 
about the matter. But he added they were all members of the 
same Organization and grievances would be handled by the or- 
= It was not, he said, a question between two rail- 
roads. 

J. L. B. Alexander, speaking for Maricopa county, said the 
two railroads were complementary and not competing and their 
union was a natural development which should be hurried, not 
delayed. He went into the question of the possibilities of that 
country to show that there was business to be developed. Sim- 
ilar testimony was given by K. T. Moore for the Tucson and 


Douglas, Ariz., and Deming and Lordsburg, N. M., chambers of 
commerce. 


F. A. Jones, former chairman of the Arizona commission, 
dwelt at length upon the benefits that would accrue to ship- 
pers. As author of a report in 1918 he pointed out the strain 
to which the Southern Pacific was being subjected and the re- 
lief that could be obtained by use of the El Paso & South West- 
ern, That, he said, indicated that the union of the two proper- 
ties was not a new thought but one of long growth. He was 
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speaking for the Main Line Association of Phoenix, an organ- 
ization which H. B. Wilkinson, also a witness for it, said had 
26,000 members who had been working for a railroad system in 
that part of the country that would put Phoenix on a main line. 

D. A. Mackenzie, general chairman of the Brotherhood of 
Locomotive Engineers, speaking for the four train operative 
brotherhoods, approved the applications. His idea was that the 
members of the brotherhoods would derive particular benefits 
from the unification. 

El Paso interests were heard last. That Texas city started 
out to oppose the plan, Will H. Burgess, speaking for the mayor 
and citizens of El Paso, frankly said. Committees were ap- 
pointed, he said, to organize the opposition and to collect the 
data it was supposed would support it. But when the facts 
were collected, Mr. Burgess said, the opposition was turned 
around and headed in the other direction. Investigation, he 
said, caused El Paso to reverse itself. John A. Happer, Wash- 
ington representative of the El Paso Chamber of Commerce, 
put into the record the resolutions adopted by that organiza- 


tion and made it clear that Mr. Burgess’ position was that of 
the chamber of commerce. 


As “friends of the court,” Joseph U. Sweeney and Edward 
C. Wade, Jr., attorneys, of El Paso, have been permitted to file 
a brief in finance docket No. 4164, the application of the 
Southern Pacific and the El Paso & South Western for permis- 
sion to the Southern Pacific to acquire control of the El Paso & 
South Western, and the issuance of Southern Pacific securities 
needed to carry out the merger plan. They did not offer any 
testimony at the hearing, their opposition being based on in- 
terpretations of the law and their contention that the policy 
of the United States and of the states that chartered the appli- 
cant companies was against the consolidation of parallel and 
competing lines of railroads. Their other contention of fact 
was that the two railroads, between El Paso and Tucson, were 
such railroads. 

Their first proposition was that the applicants were parallel 
and competing railroads and that the Commission had to take 
judicial notice of the fact. They averred that, as a matter of 
history it was known that the El Paso road was built to afford 
competition with the Southern Pacific and that the resultant 
reduction in rates was sufficient, in five years, to pay for the 
construction of the competing road. They quoted liberally from 
Professor Ripley’s consolidation plan to show that they were 
competing roads and that approval of the application would 
result in the restoration of the condition existing before the 
El Paso was built. 


Their second proposition was that the consolidation would 
be in violation of the constitution of Texas. 

Their third was that the constitution of Kentucky, under 
the authority of which the Southern Pacific was chartered, also 
forbade such a consolidation. 


Their fourth was that the transportation act did not em- 
power the Commission to override state constitutions and laws; 
their fifth that the endeavor of that statute was to carry 
forward the “long established policy of competition between 
railroads;” their sixth, that competition was the life of trade; 
their seventh, that the proposed merger was not in conformity 
with the’ plain intent and purpose of the transportation act or 
with Professor Ripley’s report; their eigthh, that the proposed 
consolidation must await the promulgation of the complete plan 
of the Commission, because among other things, it might not 
call for the inclusion of the El Paso in a system with the 
Southern Pacific; their ninth, that sub-section 2 of “article 5 
of the transportation act of 1920 does not permit consolidation 
such as here contemplated” because, in fact and in law it was 
a consolidation, which could not be permitted under paragraph 
2 of section 5, the one “ostensibly invoked;” their tenth, that 
the proposed merger would be in violation of section 7 of the 
Clayton anti-trust act; their eleventh, that the maintenance 
of competition was necesasry in the public interest and that the 
competition contemplated by the transportation act was that 
which would be set up between the limited number of consol- 
idated systems, brought into being at substantially the same 
time and not piecemeal; and twelfth, that the question here 
involved was. not one that affected alone the present inhabitants 
of the territory, but one that was calculated to affect the south- 
west for all time to come,” and, if the merger is authorized, 
generations yet unborn will come under the influence of the 
fatal order.” 

In discussing their eleventh point Messrs. Sweeney and 
Wade, in part, said: 

Railroad officials may give their opinion that the proposed merger 
is a good thing for the public, shippers here and there desiring to win 
favor from these officials may say that in their opinion the proposals 
here made are in favor of the public, bank heads and presidents of 
chambers of commerce may_add their voices to the chorus; traffic 
clerks, railroad employes and union labor leaders may send in their 
statements in favor of the merger, yet all of this cannot determine 
public interest. Experiences of mankind have taught that suppres- 
sion of competition can seldom be in the public interest and that 
monopoly in railway matters is detrimental to the welfare of the 
people. These experiences have been the inspiration for the legis- 
lative enactments mentioned above so as to prevent the bringing 
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about of the thing here sought and to declare the policy of the 
government and the state as to what is the public interest. These 
declarations must of necessity override the testimony of isolated 
individuals composing a small part of the general public. 


MELLON ON CONSOLIDATION 


The Trafic World Washington Bureau 


An era of voluntary railroad consolidations is foreshadowed 
by the Van Sweringen railroad mergers, in the opinion of Sec: 
retary Mellon, of the Treasury Department, it was indicated 
September 8. 

Secretary Mellon was said to believe that such consolida- 
tions would make for more efficient transportation service and 
that the general sentiment of the country now was favorable 
to consolidations, whereas, a number of years ago, railway 
managers were prevented by the government from effecting 
consolidations. 


CONDITIONAL CONTROL CASE 


The Trafic World Washington Burean 


The Conemaugh & Black Lick Railroad Company has fied 
a petition with the Commission in Finance Docket No. 3452, 
operation of railroad by Conemaugh & Black Lick Railroad 
Company, asking for further hearing and leave to introduce 
further evidence before final submission. The applicant is seek- 
ing authority to acquire a railroad situated in and near Johns- 
town, Pa., now operated by the Bethlehem Steel Company, and 
to construct an extension of the road. Attorney-Examiner C. 
E. Boles and Engineer-Examiner Edward Gray, in a proposed 
report, recommended that the application be approved on con- 
dition that an arrangement be made whereby the Pennsylvania 
and Baltimore & Ohio, the trunk lines connecting with the line 
in issue, should have the opportunity at any time within a pe- 
riod of not less than five years to assume control of the 
property. 

The Conemaugh & Black Lick says in its petition that the 
record is insufficient to enable the Commission to pass on the 
question whether the condition proposed should attach to the 
issuance of a certificate approving the application. By addi- 
tional evidence, the company says, it proposes to show that 
“under the control and operation of the trunk line carriers the 
railroad which the applicant proposes to acquire will not be 
able to give as efficient service to the industries located upon 
its line, and particularly to the steel plants thereon operated by 
the Bethlehem Steel Company, as can be furnished under the 
separate operation of the applicant, or such service as is re- 
quired for the proper and economical operation of such plants.” 
It says : crned no evidence regarding this matter has been in- 
troduced. 


REORGANIZATION COMPENSATION 


The Traffic World Washington Bureau 


A hearing of exceptional interest to financial houses, bank- 
ers and lawyers who participate in the reorganization of rail- 
roads will be held by Examiner Oberlin, in New York, Sep- 
tember 15, in finance docket No. 1250. The fundamental ques- 
tion is as to the amount of compensation the Commission shall 
allow the reorganization managers and their counsel for the 
services performed by them in the rehabilitation of the Mis- 
souri, Kansas & Texas, now known as the Missouri-Kansas- 
Texas. They worked at that task for varying period between 
1914 and 1922. 

The Commission, in its report on that reorganization, in 
finance docket No. 1250, 76 I. C. C. 84-113, reserved the question 
of compensation for future consideration. In the reorganization 
plan provision was made for the raising of $18,420.820 in cash 
to be spent for various purposes. Among the purposes was the 
paying of compensation for the reorganization managers and 
their counsel. For the managers $1,614,249.79 was set aside and 
for their counsel $750,000, in all a little more than two and 
a third millions. 

The reorganization plan provided for a settlement of the 
question of compensation either by means of a friendly suit in 
a state or a federal court, or by the Commission in lieu of such 
stit or proceeding. The Commission, by means of negotiations, 
persuaded the reorganization managers to agree to a settlement 
of the fee question by it instead of by a proceeding in court. 

In its report the Commission said the testimony on the 
subject that had been taken prior to its approval of the appli- 
cations made in the case, other than the allowance for fees, 
indicated that the managers had exceedingly difficult tasks, and 
that the responsibility of the managers would continue for a 
considerable time after the reorganization was put into effect. 
It said the testimony indicated that the compensation for the 
managers proposed in the plan was measured by a percentage 
of the par value of the securities issued and that that method 
had the sanction of established custom. 

The Commission said that if compensation was appropriate, 
measured by the standards of current and récent practice, there 
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arose the question as to the correctness of the standards. It 
said that if in one instance compensation was excessive, it did 
not follow that the application of the same basis to a number 
of instances made the basis proper. It said it was not prepared 
to accept the view that the situation involved only the usual 
relations of client and attorney or of parties to contracts de- 
termining by agreement their respective rights. There was 
involved, it said, the important question of public interest. 

In determining to hold a supplemental hearing on the sub- 
ject of fees for the reorganization managers, the Commission 
said it would receive, at the hearing on September 15 (Traffic 
World, August 16, p. 360) testimony on the amount of work 
performed in so far as it was possible of measurement in time, 
and upon the actual expenditure of money; comparison between 
the proposed compensation in this case and the compensation 
for similar service in other railway reorganizations; and the 
propriety of the standards of compensation for services of the 
kind here under consideration. 


ACQUISITION OF CONTROL 


The Mississippi Southern has applied to the Commission 
for authority to obtain control by lease of sixteen miles of 


track of the Gulf & Ship Island between Lumberton and Maxie, 
Miss. 


BATON ROUGE GATEWAY 


The Trafic World Washington Bureau 


W. M. Barrow, attorney for the Baton Rouge Chamber of 
Commerce, has filed a brief in behalf of that organization, in 
finance docket No. 4049, the application of the Missouri Pacific 
for permission to acquire control of the New Orleans, Texas & 
Mexico, suggesting that if the Commission grants the desired 
permission it should incorporate in its report a declaration of 
intention on the part of the Missouri Pacific, made by L. W. 
Baldwin, president of the company, to keep the Baton Rouge 
gateway open so that traffic from the Gulf Coast Lines would 
be handled through Baton Rouge to New Orleans, as at present, 
in connection with the Yazoo & Mississippi Valley and the 
Illinois Central. Mr. Barrow called attention to the fact that the 
opposition of the Louisiana commission and of the Baton Rouge 
Chamber of Commerce to the application of the Missouri Pacific 
was withdrawn by reason of that declaration of intention. He 
said that while the organization represented by: him had 
implicit confidence in the present management of the Mis- 
souri Pacific, it felt constrained to remind the Commission of 
the ever-changing managements and policies of railroads, and in 
order that the future might clearly reflect the transactions of 
the present, it thought it appropriate that the Commission 
should, if it desired to grant the application of the Missouri 
Pacific, to embody in its report the conditions upon which the 
opposition of the Louisiana Public Service Commission and the 
Baton Rouge Chamber of Commerce were withdrawn, “indicating 
also that the Commission considers that the policy of the Mis- 
souri Pacific Railroad Company, as expressed by its president, 
Mr. L. W. Baldwin, is in the interest of the public and should 
be maintained.” 


PORT FERTILIZER RATES 
The Trafic World Washington Bureau 


Application for reconsideration and modification of the 
Commission’s report, dated July 10, in No. 14810, traffic depart- 
ment, Goldsboro (N. C.) Chamber of Commerce, vs. Atlantic 
Coast Line et al., has been filed by Frank W. Gwathmey, on 
behalf of the Atlantic Coast Line and the Seaboard Air Line. 
This is the case which involves the question whether fertiilzer 
and materials arriving at North Carolina ports and shipped 
thence to destinations in North Carolina is state or interstate 
commerce. 

Broadly speaking, the Commission found that shipments 
made from shipside to North Carolina destinations were in 
interstate commerce and that shipments sent to warehouses 
at the ports and thence forwarded to destinations within the 
state were in intrastate commerce and not subject to its juris- 
diction. 

Mr. Gwathmey said his petition had reference solely to the 
Commission’s findings of facts and conclusions in respect to 
the question whether the transportation involved were subject 
to the jurisdiction of the Commission or whether it was intra- 
state commerce and, as such, subject to the application of the 
North Carolina intrastate rate. He said that it applied par- 
ticularly to the following finding: 

We find that shipments from shipside at Wilmington to North 
Carolina destinations were import traffic and subject to our purisdic- 
tion; and that shipments made from warehouses under the circum- 


stances of this case were intrastate traffic and not within the scope 
of our jurisdiction in this proceeding. 


Defendants’ request for reconsideration, Mr. Gwathmey said, 
was based particularly upon the proposition “that the evidence 
of record in this proceeding is inadequate and insufficjent to 
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sustain the findings of fact as set out in the report;” that in 
many respects it was also inaccurate; and that the Commis- 
sion’s conclusions as predicated upon these findings of fact 
should not therefore be adhered to. Mr. Gwathmey said it was 
well settled that the question whether traffic was to be treated 
as interstate or foreign in its essential character, on the one 
hand, or as intrastate, on the other, as bearing upon the proper 
application of the rates thereon, presented primarily and funda- 
mentally questions of fact, including all the facts and circum- 
stances which surrounded the handling of the particular traffic 
involved. He said it was, therefore, obvious that no safe con- 
clusion might be adopted in cases of this kind in the absence 
of a full and complete showing of all the necessary facts. He 
said that throughout the case the contention of the railroads 
was that the record was insufficient to enable the Commission 
to reach the conclusion that any of the shipments were intra- 
state; that the allegations to that effect in the complaint were 
unsustained by any adequate evidence and that the complaint, 
in that respect, therefore, should be dismissed. He said they 
had contended that it was incumbent upon the complainant to 
prove that shipments in question had been improperly charged 
by the carriers when the interstate rates were assessed; and 
to show that the lower intrastate rates should properly have 
been applied, the result being that the shipments were over- 
charged. Many of the circumstances surrounding the sale and 
delivery of these imported fertilizer materials, as between the 
importers, the fertilizer dealers, and others who might have 
participated in the transportation constituted information that 
was not in the possession of the carriers, he said. Concerning 
such matters, the railroads could only rely, said he, upon such 
statement as might be elicited from complainant’s witnesses. 
But the evidence of these witnesses, Mr. Gwathmey said, was 
exceedingly meager; neither was their knowledge about many 
important elements of these transactions at all comprehensive 
or accurate. 

Mr. Gwathmey said that after the hearing in this case, and 
while it was still pending, the North Carolina Corporation Com- 
mission held a hearing upon this same question in connection 
with fertilizer materials, and with respect, in fact, to some of 
the same movements that were referred to at the previous 
hearing before the Commission’s examiner at Goldsboro. He 
said the North Carolina commission prescribed a rule by which 
the carriers were to be governed in the application of the rates 
which differed from the rule prescribed by the federal Commis- 
sion. The carriers thereupon went into the court at Raleigh 
asking for an injunction against the North Carolina commis- 
sion. That case is now pending, he said. He said that, at 
the hearing in that case, the carriers, if necessary, would sub- 
pena witnesses having accurate knowledge of the transaction. 
But, he said, in the course of these proceedings facts had al- 
ready come to light which were inconsistent with much that 
was said at the Commission’s hearing and by complainant’s 
counsel during the oral argument. 

In conclusion, he said the carriers could not escape the 
conclusion that under an adoption of the principles announced 
in this report, discriminations inevitably would be created. He 
said dealers located at the interior North Carolina points who 
were the buyers and who paid the freight from the ports were 
active competitors in the sale and distribution of fertilizers. 
It was stressed on their behalf at the hearing, Mr. Gwathmey 
said, that an equality of rates from the ports was one thing 
that was particularly desired. Such an equality, he said, would 
certainly not be obtained if one buyer, whose consignment was 
forwarded directly from shipside, was to be required to pay 
one rate whereas another and competing buyer, whose con- 
signment happened to be forwarded from a warehouse, was 
to receive a lower rate, even though both consignments might, 
in fact, have come out of the cargo some portion of which 
had been moved, for no matter how short a period of time, into 
the warehouse. 


COTTON FLOATING PENALTY 


The Trafic World Washington Bureau 


A. U. Tadlock, for the Jonesboro Freight Bureau and the 
Jonesboro Compress Company, has asked the Commission to 
_ suspend St. Louis-San Francisco I. C. C. 8382, filed to become 
effective September 15, in so far as it provides a penalty of 
five cents per 100 pounds on uncompressed cotton “floated” past 
one compress point to another compress. The penalty was pro- 
vided, in theory, on account of what the Commission said in 
Concentration, Compression and Storage on Cotton, 91 I. C. C. 
472, decided July 17, 1924. 

The petition for suspension alleges that discriminations 
created by the proposed charge would be as great as those that 
were under consideration in the case mentioned, and for the 
abolition of which the Commission’s decision was supposed to 
have been made. In speaking of the five cent charge, Mr. 
Tadlock said: 


“This 5-cent penalty charge is supposed to provide compensation 
for this carrier for the extra service rendered by it in hauling un- 
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compressed cotton unnecesarily from one compress point to an- 
other compress point for concentration and compression, for the 
extra service which is accorded by it in hauling uncompressed cotton 
unnecessarily by or through one compress point to a more distant 
compress point for concentration and compression, and for the in- 
execusably wasteful transportation involved in hauling uncompressed 
cotton into Memphis from points on its ‘‘River Line’ and then back- 
hauling it over that same line, in order that it may be routed through 
the E. St. Louis gateway. The penalty charge, however, is not re- 
stricted in its application to cases where such extra or special 
service is rendered. Instead, the 5-cent penalty charge is published 
for application on all shipments, whether any extra or special service 
is rendered or not. In a majority of instances no extra or special 
service will be rendered, yet the 5-cent penalty charge will, under the 
tariff complained of, be applied in all cases. Thus the addition of 
this 5-cent penalty charge to the existing through rates from a 
great number of points from which cotton and cotton linters move 
and, in connection with which no extra or special service is performed, 
will result in rates and charges for the transportation of cotton and 
cotton linters from this territory to various destination points which 
will, as already stated, be unjust and unreasonable in violation of 
section one of the act. As to those instances involving extra or 
special services, such as the movement of uncompressed cotton and 
cotton linters from one compress point to another for concentration 
and compression, and also the movement of such commodities by or 
through one compress point to reach a more distant compress point, 
we assert that the 5-cent penalty charge is too high in some instances 
and entirely too low in other instances, and that it should, as sug- 
gested by the Commission in its decision in concentration, compres- 
sion and storage of cotton, supra, be replaced by a scale of penalty 
charges graded according to distance. 

That to charge shippers in connection with whose shipments no 
extra or special service is performed this proposed 5-cent penalty 
charge, in order that those shippers in connection with whose ship- 
ments an extra or special service is rendered may be relieved of a 
part of the charges that they should pay for such service, will result 
in undue prejudice and disadvantage against the former and undue 
oe and advantage of the latter in violation of section three 
oO e act. : 

That the said tariff is in direct disobedience of the order of the 
Commission in concentration, compression and storage of cotton, 
supra, in that it perpetuates a large part of the discriminations which 
the Commission in that case found to exist in this immediate terri- 
tory, and which the Commission specifically ordered removed, on or 
before October 6, 1924. For instance, although Walnut Ridge and 
West Memphis, Ark., may draw uncompressed cotton from Jonesboro 
for concentration and compression, Jonesboro cannot draw uncom- 
pressed cotton from either of those points for concentration and com- 
pression. Memphis and West Memphis may draw from Blytheville, 
but Blytheville cannot draw from either of those points. West Mem- 
phis may draw from Caruthersville, Hayti and Malden, but_neither of 
those points can draw from West Memphis. In short, there is as 
much preference and prejudice to be found.in the new tariff as in the 
old. Apparently no attempt whatever has been made by the St. Louis- 
San Francisco Railway to comply with the order of the Commission 
in concentration, compression and storage of cotton, supra. The 
tariff complained of is, as already stated, in direct disobedience of 
the Commission’s order in that case. 

_ That the said tariff eliminates and cancels existing concentration 

privileges in connection with cotton and cotton linters moving to 
Pacific Coast ports under rates provided in Agent Countiss’ tariffs 
I. C. C. Nos. 1114, 1118, and 1122. This results from the fact that 
items 205 and 210, so far as Jonesboro is concerned, so restricts the 
destination territory to which shipments may be forwarded, as not to 
include Pacific Coast ports. The cancellation of these privileges will 
make it necessary to handle such shipments on the basis of the Jones- 
boro combination, where such shipments are concentrated and com- 
pressed at Jonesboro. The transportation rates, charges, rules, regu- 
lations and practices which would result from such handling would 
be unjust and unreasonable in violation of section one of the act. 
; That in connection with shipments originating at stations on the 
St. Louis-San Francisco Railway, Poplar Bluff, Mo., to Lesterville, 
Ark., the said tariff restricts their movement outbound from Jones- 
boro to such routes as are available through the Memphis gateway, 
yet places no such restriction against like shipments handled at West 
Memphis. Compare Item 210 (Jonesboro) with Item 205 (West Mem- 
phis). Shipments going into West Memphis pass directly through 
Jonesboro on their way to West Memphis. Why, then, should the 
routing in connection with shipments handled at Jonesboro be re- 
stricted, when no such routing restrictions are placed against like 
shipments handled at West Memphis? There is no reason for such 
restrictions, except a desire on the nart of the §t. Louis-San Francisco 
Railway to give preference to West Memphis. This provision of the 
aforesaid tariff is unduly prejudicial to Jonesboro and unduly pre- 
ferential of West Memphis in violation of section three of the act. 


CONDITION OF EQUIPMENT 


Class I railroads on August 15 had 11,623 locomotives in 
need of repair, 18 per cent of the number on line, according 
to reports filed by the carriers with the car service division of 
the American Railway Association. This was an increase of 
518 locomotives over the number in need of repair on August 
1, at which time there were 11,105 or 17.2 per cent. Of the total 
number, 6,393 or 9.9 per cent were in need of classified repairs, 
an increase compared with August 1 of 320 while 5,230 or 8.1 
per cent were in need of running repairs, an increase of 198 
compared with August 1. 

; Class I railroads on August 15 had 6,926 serviceable locomo- 
tives in storage. This was a decrease of 226 under the number 
in storage on August 1. 

In the first fifteen days in August, 28,475 locomotives were 
repaired and turned out of the shops, an increase of 460 com- 
pared with the number turned out the last half of July. 

Freight cars in need of repair on August 15 totaled 203,941 
or 8.9 per cent of the number on line. This was an increase 
of 1,077 over the number reported on August 1, at which time 
there were 202,864 or 8.9 per cent. 

Freight cars in need of heavy repair totaled 156,608 or 
6.8 per cent, an increase of 2,883 compared with the number 
on August 1. Reports showed 47,333 or 2.1 per cent in need of 
light repair, a decrease since August 1 of 1,806. 
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ADVISORY BOARD MEETING 
The Trafic World New York Bureau 


The Atlantic States Shippers’ Advisory Board, which met 
September 11, generally reported satisfactory transportation 
conditions in this section of the country. The business outlook 
for the next ninety days was said to be better and increases 
were indicated in most instances. 

One of the most important matters that came before the 
poard was the report on store door delivery. The committee 
report was adopted as expressing the general sentiment and 
the matter was referred to the committee for further develop- 
ment. It stipulated that the railroads should assume full re- 
sponsibility to and from the store door of the shipper, although 
the latter would bear the expense of trucking, for which a 
schedule of rates would be mapped out. It was recommended 
that the establishment of store door delivery be carried out 
gradually. 

“We are now approaching the peak of transportation de- 
mand and the shippers will support the railroads in their con- 
certed endeavor to bring their lines to top efficiency,” said W. 
J. L. Banham, chairman of the advisory board. “The cumula- 
tive loading for the 34 weeks of 1924 ending August 23 indicated 
that the carloads of freight were only 4.8 per cent less than for 
the similar period in the record year of 1923, the decrease be- 
ing made largely by the falling off in the movement of coal. 

“We are safe in predicting a rapid rise in coal production 
in the coming weeks which will throw the added burden on the 
carriers to transport shortly a commodity that should have been 
spread over a longer period. Seasonal crops from the northwest 
are now beginning to move and are making an appreciable dent 
in the surplus of equipment noticeable during the summer. 

“The prosperity of the country largely depends on the 
prosperity of the railroads. The carriers are making all prepa- 
rations to insure the successful handling of peak traffic. Their 
equipment is in good condition, as indicated by reports which 
show a healthy reserve of available motive-power. Your part 
is to aid the carriers to the fullest extent of your ability to 
load and unload promptly, order carloads, and load heavily 
whenever practicable. Let us put the carriers over the peak 
weeks without transportation difficulties. The advisory board 
offers the medium through which this is possible. We substi- 
tute conference for conflict. The railroads’ problem still re- 
mains the shippers’.” 

The Shippers’ Advisory Board is proving the means by 
which the sincerity of the railroads to give adequate service is 
guaranteed and will safeguard both the railroads and shippers 
from legislative and other regulatory policies,” W. W. Atterbury, 
vice-president of the Pennsylvania, told the board. 

“All the railroads ask is freedom from narrowing and 
cramping governmental measures and political tactics. The 
Regional board has proven a distinctive success, definitely es- 
tablishing itself as a working medium between the producer 
and users on railroad service. Eventually there will be a lib- 
eral understanding between the railroad and the shippers that 
fair rates enabling the railroad to pay liberal wages to their 
employes will pay in the long run.” 

Additional terminal facilities for the Baltimore & Ohio at 
the 149th street station on the Lehigh Valley has been made 
available and tariffs are now in effect, according to an announce- 
ment to the board by W..F. Richardson, freight traffic manager 
of the Baltimore & Ohio. Other facilities have been provided 
for the Baltimore & Ohio at the Central Railroad of New Jer- 
sey in Harlem. Mr. Richardson said that the two would give 
the Baltimore & Ohio better terminals than it enjoyed with the 
Lackawanna Road. Since August 11, twenty-two carloads of 
merchandise have been moved by the Baltimore & Ohio out of 
the new terminal. — 

The plan of the Port of New York Authority to establish 
a sub-freight terminal in each of the eight lateral lines on Man- 
hattan Island to relieve the pier congestion was presented by 
Major Elihu Church, transportation engineer. He declared that 
every motor truck sent to a pier to unload took sixty-eight 
minutes at the pier, fourteen minutes of which were actually 
used in unloading, wasting fifty-four minutes at six cents a 
minute, or $3.24, a sum sufficient to move that amount of freight 
400 miles on a railroad. He declared that the conditions at the 
Piers was forcing the horse back into usage and that, of every 
100 trucking vehicles now in use, 73 were horse drawn. He 
called the expensive gap between the shipper’s door and the 
railroad or ship the “No man’s land” of transportation. He 
presented his unified terminal plan to replace the present pier 
System and said he believed it would relieve the merchants of 

New York of a burden of $100,000,000 annually. All goods in a 
certain zone would go to the central depot regardless of their 
destination and from there would be rerouted, he said. 

The coal committee reported that the railroads had a sur- 
Plus of 119,000 coal cars and that there had been litthe demand 
despite abnormally low production. If a sharp demand devel- 
ops this winter and prices rise abruptly, the blame cannot be 
Placed on the railroads, it was said. 

A. W. Frost, chairman of the fresh fruits and vegetables 
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committee, reported that, while perishable shipments had been 
heavier this year than ever before, the railroads, without excep- 
tion, have functioned better and without serious complaints. 

V. K. McElheny, chairman of the New York sub-terminal 
committee, outlined the agreement reached between the rail- 
roads and the shippers under which congestion was avoided 
and 1,837 additional carloads of fruit were brought to Manhat- 
tan in the peak period last year which could not otherwise have 
been handled. He praised the co-operation rendered by E. J. 
Cleave, district director of the American Railway Association. 

L. A. Cooley, sub-chairman for New Jersey, indicated a 22 
per cent increase in car requirements for apples, 15 per cent 
decrease for late tomatoes, 10 per cent increase for white pota- 
toes, five per cent increase for celery, and practically no change 
for other crops. 

F. W. Brown, sub-chairman for New York, reported 19 per 
cent increase for lettuce, 20 per cent for celery, 28 per cent for 
carrots, 14 per cent for cabbage, 24 per cent for grapes, 33 per 
cent for peaches, 10 per cent decrease for onions, 15 per cent 
decrease for apples and 8 per cent decrease for pears. 

John E. De Shazo, chairman of the cordage committee, an- 
ticipated a 10 per cent increase in business. 

F,. A. Bedford, chairman of the committee on iron and steel, 
reported generally satisfactory conditions. 

William R. Moore, chairman of the confectionery commit- 
tee, indicated an increase of 50 per cent in less than carload 
and 25 per cent in carload movement in the next ninety days. 

John Rice, chairman of the mineral aggregates committee, 
comparing September and October of this year with last year, 
reported a decrease of 5to8 per cent for New York, a decrease 
of 5 to 15 per cent for Pennsylvania, an increase of 10 per cent 
a Jersey, and a decline of about 12 per cent for Mary- 
and. 

W. A. Snow, chairman of the clay and clay products com- 
mittee, said that questionnaires in August indicated no change 
in car requirements for clay and terra cotta, but a decrease of 
25 to 50 per cent for hollow building tile. 

Joseph Brown, chairman of the roofing committee, indicated 
an increase of 10 per cent for September and October over last 
year. 

H. Deuster, chairman of the automotive committee, pre- 
dicted an increase of 10 per cent. 

A. H. Campbell, chairman of the pulp and paper commod- 
ity, said the business showed a decrease of about 25 per cent 
under last year. 

F. W. Pullen, chairman of the brass, copper, and non-fer- 
rous metals committee, anticipated an increase of 5 per cent. 

J. J. Fennessy, chairman of the textile committee, esti- 
mated that the car loadings for September and October com- 
pared with July and August, would be as follows: Carpets, 60 
per cent increase; cotton piece goods, 10 per cent increase; felt, 
10 per cent increase; oil cloths and linoleums, 300 per cent in- 
crease; silk, 5 per cent increase. 

Reporting to the executive committee, F. E. Paulson, traffic 
manager of the Lehigh Portland Cement Co., of Allentown, Pa., 
called attention to the increase in cement production as a busi- 
ness indicator. Output of cement has increased about 2,000,000 
tons over the banner year of 1923, he said, and shipments show 
a corresponding increase. This would indicate that business 
conditions are better than the layman seems to think, he declared, 

Chairmen of the other commodity committees reported lit- 
tle change in prospect. No serious complaints of car service 
were made. 


CAR SUPPLY IN NORTHWEST 


Railroads in the Northwest are in the best physical con- 
dition on record to handle the crops movement this year and 
present indications are that the usual heavy crop shipments 
will be moved this fall without any transportation difficulties, 
according to M. J. Gormley, chairman of the car service divi- 
sion of the American Railway Association. 

Addressing the grain and grain products committee of the 
Northwestern Regional Shippers’ Advisory Board at a meeting 
in Minneapolis, September 6, Mr. Gormley said: 


With the ideal situation as to equipment now on the northwest- 
ern lines, with the very great improvement in their transportation 
capacity, insofar as equipment alene is concerned, and regardless of 
other improvements made in facilities that add greatly to the capacity 
of the railroads, we believe we are fully justified in the assertion 
that the crop produced in the northwestern region this year will be 
moved without a car shortage, provided it is not moved in any one 
period in such volume as to overtax the terminal facilities for un- 
loading promptly. In other words, barring unusual delay in unload- 
ing at destination, a car will be available for movement whenever it 
is wanted. This, of course, does not necessarily mean that there 
may not be temporary shortage due to operating difficulties from 
time to time, but there will be no shortage as that term is generally 
known and as heretofore recognized in the grain shipping territories. 

So far as the records of the car service division discloses, there 
has never been a more ideal situation from the standpoint of supply 
of equipment for handling the northwestern grain movement. The 
railroads serving this territory were never in better physical condi- 
tion than they are today and this from every standpoint, as well as 
that of equipment. : 


Mr. Gormley said that the ten principal northwestern lines, 
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including the Chicago, Burlington & Quincy and the Chicago, 
Rock Island & Pacific of the central region, had on August 15, 
237,692 box cars on their lines, slightly more than one hun- 
dred per cent of the total number of box cars which they owned. 
Those same roads, he said, had on their lines on the same 
date 161,814 box cars of their own ownership, 13,882 in excess 
of the number which they had on the same day last year. A 
large percentage, he added, of the cars that are owned by 
the northwestern lines that are off their own lines are on those 
of other railroads within the northwestern and central western 
districts. Since May 4, 1924, 818 empty western owned box 
cars have been delivered daily by eastern lines at Chicago and 
St. Louis. Latest figures, Mr. Gormley said, show no let up 
in this daily average of movement. 

“Grain cars stored on northwestern lines in readiness to 
handle the grain movement totaled 35,094 on August 23, this 
year, an increase of 13,872 over the number in storage on the 
same day in 1923,” Mr. Gormley added. “Reports also showed 
that on August 15, this year, the eight principal northwestern 
railroads had 919 serviceable locomotives in storage and in 
readiness for service whenever transportation conditions war- 
ranted. On August 15, 1923, those same roads had only 322 
serviceable locomotives in storage.” 

Not only has there been a substantial improvement, Mr. 
Gormley said, from the standpoint of supply of equipment in 
the northwestern region, but the railroads traversing that ter- 
ritory have also greatly increased the potential capacity of 
their ilnes. Continuing, he said: 


The average carrying capacity of the box cars owned by the 
Northern Pacific since 1915 has increased from 37.9 tons to 40.1 tons, 
while the tractive power of Northern Pacific locomotives has in- 
creased from 33,326 to 38,068 pounds. On the Great Northern the 
average carrying capacity of box cars has increased from 35.5 to 
37.9 tons per car, while the tractive power per locomotive has in- 
creased from 36,704 to 40,110 pounds. The Soo Line has also increased 
the average capacity of its box cars from 30.6 to 33.5 tons per car 
and the tractive power per locomotive from 26,331 to 30,000 pounds. 
Similar increases in the carrying capacity of their box cars and 
tractive power of locomotives have also been made by other rail- 
roads in the northwestern region. 


GREAT LAKES ADVISORY BOARD 


The Great Lakes Regional Advisory Board held its eighth 
regular meeting at Detroit, August 12. Reports were received 
showing that the railroads were preparing their equipment to 
handle an expected heavy coal traffic in the fall months. Plans 
were discussed for the distribution of “Buy and Ship Early” 
stickers in the campaign to spread the flow of traffic over the 
entire year. Committee reports showed that progress had 
been made in the board’s effort to gain a more thorough clean- 
ing of cars at destination. 

New by-laws were adopted in which changes in the name 
of the organization and the number of its meetings were effected. 
The word “shippers” was eliminated, because it was thought 
to be responsible for the idea prevalent that the board had to 
do particularly with lake shipping. In the future, the board will 
meet four times a year. The next meeting will be held at 
Buffalo, some time this month. 


OHIO BOARD TO MEET 


The Ohio Valley Shippers’ Regional Advisory Board will 
hold its fourth regular meeting at the Hotel Shawnee, Spring- 
field, O., September 16. On the docket for the meeting are 
subjects including “Capacity Loading of Equipment,” “Impor- 
tance of the Observance of Car Service Rules in the Loading 
of Cars at Coal Mines,” “Notification of Shippers and Consignees 
of Cars Stopped En Route,” and reports of numerous railroads 
and commodity committtees. 


REVISION OF FREIGHT CHARGES 


The Railway Accounting Officers Association at its July 
meeting approved the recommendation of its freight committee, 
reading as follows: 





The following plan for final revision of freight transporta- 
tion charges at station revising bureaus is recommended: 

Station revising bureaus should be maintained at the larger 
stations or at points most convenient to the territory served. They 
should be directly under the supervision of and report to the 
Freight Accounting Department, but should conform to the rules of 
the office in which the bureau is located. The organization should 
consist of a chief in charge, with such assistants as are necessary 
to supervise the various shifts or subdivisions of the bureau, and 
with sufficient experienced rate clerks and other employes to com- 
pletely perform all of the duties assigned to the bureau. 

The revising done by the bureaus should be considered final 
except that from time to time test checks of the work done by 
the bureaus should be made in the Audit Office with a view to 
determining that the bureau work has been properly done. 

Forwarded Waybills. The employes of station revising 
bureaus should rate the shipping orders and after the waybills 
have been made by station employes, shounld verify the trans- 
criptions from the shipping orders to the waybills, verify the 
charges on all prepaid shipments and charges on collect ship- 
ments to all stations on the line of road on which the bureau is 
situated, except to stations at which bureaus are maintained. 
They should also verify foreign roads’ charges on rebilled ship- 
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ments when such charges are assessed under tariffs to which the 
rebilling carrier is a party. 

Received Waybills. The bureau employes should completely 
verify the charges on all waybills received at their station, mak- 
ing the revision promptly and before freight bills or transfer 
freight bills are issued, should verify the transcriptions, from 
the waybills to the freight bills. 

_ Interline Waybills Received at Junction Stations. Whenever 
it is possible to do so, revising bureaus at Junction stations should 
revise the charges on interline waybills received from foreign 
roads, destined to points on the line on which the bureau is 
situated, except those destined to other revising bureau stations. 

Nearby Stations. In order-that corrections may be sent to 
receiving agents at the earliest possible moment, waybills from 
stations adjacent to the revising bureau, or where waybills may 
be passed through the bureau without any undue delay in their 
journey from the receiving stations to the audit office, they 
should be sent to the revising bureau for revision. The revision 
by the bureau will be considered final, the same as though it 
were made in the audit office and corrections issued for errors 
detected sent to receiving agents and a copy attached to the 
waybill and forwarded to the audit office along with the way- 
bils and reports. 

Receiving agents should prepare their reports and send them, 
together with the waybills to the bureau in the same manner 
that they would be forwarded direct to the audit office. 

Audit Office Revising Plan. Under this plan all shipping 
orders are rated and outbound waybills are revised by the agency 
force. Received waybills are revised by the agency force before 
the freight bills are made and the waybills reported to the audit 
office at the corrected figures. 

Upon receipt of the waybills in the audit office, they should 
be subjected to a complete revision and audit office waybill cor- 
rection notices sent to the agents for both under and overcharges 
detected in such revision. 

It is realized that many carriers could not adopt the station 
revising bureau plan for the revision of all of their waybélls, 
and perhaps some carriers may not be able to employ it to ad- 
vantage at any station on their lines. In the case of the former, 
it is an easy matter to use the combined plan; that is, the station 
revising bureau plan in connection with the audit office plan, 
while the latter will necessarily have to employ the audit office 
plan exclusively. 

There should be full cooperation between carriers in the 
effort to reduce the errors in preparing waybills and when the 
receiving carrier observes an unusual number of errors being 
made by a particular waybilling station, the attention of the 
ae Department of the waybilling carrier should be drawn 
thereto. 


FRUIT AND VEGETABLE SHIPMENTS 


An increase of 3,000 cars in the loading of 22 fruits and 
vegetables is reported by the Bureau of Agricultural Economics 
of the Department of Agriculture for the week ended September 
6. The total number of cars was in excess of 20,000, as com- 
pared with 17,000 in the preceding week. Totals from the 
weekly summary of carlot shipments follow: 

Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. Aster- 


isks (*) placed at commodity totals indicate that such changes have 
been made for one or more of the states in that group. 


Total Total 
This Last 
Aug. 31- Aug.. Sept. Sea- Sea- Total 
Sept. 6, 24-30, 2-8, son to son to Last 
1924 1924 1923 Sept. 6 Sept. 8 Season 
Apples— 
| See 1,275 *935 1,680 *6,682 9,645 138,681 
Cabbage— 
| eee 439 *396 586 *19,454 15,883 37,247 
Cantaloupes— 
| eae 911 *878 709 *26,461 23,380 25,920 
Honeydews— 
2 | ere 158 183 nae Rie) seedeen! > hesaean 
Cauliflower— : 
_ | eee 18 a 15 15 44 4,239 
Celery— 
Ree 135 *116 89 *7,952 7,170 16,863 
Grapes— 
ere 4,664 *2,885 4,412 *12,156 11,370 65,362 
Lemons— 
a ee 130 172 100 12,430 8,026 8,194 
Cucumbers— ' 
.. eee 161 *187 105 *6,748 5,410 5,692 
Lettuce— : ‘ 
on 546 *447 538 *26,224 24,203 *27,709 
Mixed Deciduous Fruits— 
| are 210 322 371 4,561 7,714 *9,073 
Onions— 
eee 570 *730 620 *10,070 8,766 *29,504 
Mixed Vegetables— 
MEE e:diecue sss 547 *635 528 *20,854 17,725 23,803 
Oranges— 
rare 515 248 614 *73,130 67,264 68,406 
Peaches— 
eee 3,333 *2,621 3,104 *32,143 *26,751 $3,525 
Pears— 
aS ee 839 *885 1,210 *8,068 10,886 18,461 
Sweet Potatoes— 
i... aaa 414 *296 555 *1,648 2,535 #*13,943 
Tomatoes— 
. aaa 667 *487 1,157 *18,842 17,677 24,116 
Watermelons— 
eer 1,146 *1,389 1,001 *42,594 31,958 33,028 
Plums and Prunes— d 
GE. neeecenes 266 270 578 2,476 4,366 6,788 
Potatoes— 
OEE. whsincduesn 3,453  %3,292 3,391 *69,388 *58,614 241,932 


PETITION FOR REARGUMENT 


The defendants in No. 13559, National Coffee Company et al. 
vs. Gulf, Colorado & Santa Fe Ry. et al., have asked for re- 
argument with respect to water-and-rail rates on green coffee 
from New York to Dallas, Fort Worth and Denison, Tex. 
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38,681 
37,247 


25,920 


4,239 
16,863 
65,362 

8,194 

5,892 
27,709 
*9,073 

29,504 
23,803 
68,406 
33,525 
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13,943 
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33,028 

6,788 
41,932 


et al. 
r re- 
offee 


September 13, 1924 


THE TRAFFIC WORLD 549 


Freight Routing 


Nineteenth of a Series of Twenty-six Articles on the Subject of Routing of Freight Written 
for The Traffic World by J. D. Collier 


In contemplating the problems of routing predicated on the 
features of rates, we are constantly confronted with the appar- 
ent complexity of the rates themselves. To the uninitiated, and 
in many instances even to the experienced rate expert, there 
appears to be a great inconsistency in the rates per se—also 
in the rules governing them, especially in the general rate 
structures throughout the country. Many are prone to criticize 
them severely, but usually this attitude is due to a lack of 
understanding. This may be justified, to some extent, when 
we consider that the history of the development of the car- 
riers and the consequent developments of their rates has been 
somewhat neglected in the training of the average merchant 
and traffic man. The transportation service which we enjoy 
today, and the rules and regulations affecting both the service 
and charges, are the result of the development over a com- 
paratively short period of years. In this time the country has 
developed and conditions have constantly changed; also, the 
entire theory of transportation has assumed a most pertinent 
aspect in the welfare of the nation. 

It is very evident, in the study of rate structure of the 
nation’s railroads, that the railroads have been a dominant 
factor in the development and prosperity of the nation, and 
that their rates have always been subservient to the needs of 
the public. This thought has been lost sight of, or overlooked 
in ignorance, by many prominent radical theorists and critics. 
The basis of the transcontinental rates practically justifies this 
thought. It is readily recognized that the original rate struc- 
tures were based on. the points originally connected by rail. 
For a short time in the primary stages of the carriers’ develop- 
ment, they published their own rates as they saw fit, consistent 
with the territory traversed and the commodities handled. The 
road tapping a coal district naturally would have a special rate 
on coal and a line tapping a lumber district naturally a special 
commodity rate on lumber. Each, of course, would publish 
eventually class rates to cover miscellaneous merchandise 
offered to them, and, in most instances, publish in connection 
therewith their own ideas of how this merchandise should be 
classified. 


The next development was the joining with other carriers 
in the publication of joint through rates so that each might 
have access to the important tonnage producing or receiving 
terminals located on the connecting line. The development of 
the carriers as existing today has resulted in many complicated 
methods of rate connections, commonly called rate structure, 
whereby the shippers are offered through service over many 
lines. It is a remarkable fact that today it.is possible to con- 
sign a shipment, either carload or less than carload, from al- 
most any point in the United States direct through to most any 
other point in the United States. The exceptions to this are 
few. This, while commonplace today in the mind of the aver- 
age shipper, provides a wonderful and convenient transportation 
service, which has hardly been equaled in any other branch of 
service. This being true, it is surprising how comparatively 
simple the rate structure, which indicates the rates, rules, and 
regulations applied, is, to the educated traffic man. 


In previous articles we have considered through rates. In 
this we will consider how, in the absence of joint through rates, 
the routing must be considered in order to obtain the lowest 
rates when made on a combination to and from certain points. 
Perhaps the most important of these many combinations, or at 
least the most prominent, is in connection with eastern and 
western traffic from eastern territory to points west of Chicago 
and the Mississippi River. This situation is strange to the 
uninitiated, for, while through joint rates are publshed to the 
Pacific coast, they are not so published to many intermediate 
points, such as the Missouri River territory. To make rates 
from the east to this territory, in most instances, we must com- 
bine the rates to and from intermediate gateways, such as Chi- 
cago, Peoria, St. Louis and the upper Mississippi River cross- 
ings, using the combination which results in the lowest rate 
and being governed by the method of arriving at this rate in 
the determination of the routing. 


Two important factors must be considered carefully before 
attempting to arrive at this rate—i. e.: First, the rates from 
the eastern points to the western gateways are governed by the 
Official Classification and possible exceptions; the rates from 
the gateways to the Missouri River territory are governed by 
the Western Classification and possible exceptions. There is 
also the possibility of the publication of a special commodity 
rate to or from any or all of the gateways. Second—and this 
is very important—the application of special proportional rates 
to and from the gateways—i. e., rates published to or from 


certain points not to be used locally between these points ex- 
cept in the construction of through rates, and then only when 
from certain restricted territories, and destined to a restricted 
territory is specified. These rates are published so that the 
various carriers may equalize the rates in effect over the car- 
riers via another gateway which they themselves do not reach. 

As a specific example, let us consider a certain commodity 
from a New York rate point destined to Lincoln, Nebraska. This 
article is rated in the Official Classification fifth class, 36,000 
pound minimum, and this rating applies to all gateways. The 
tariffs show the following rates: To Chicago, 56% cents per 
hundred; to St. Louis local, 66 cents per hundred. In this in- 
stance, as in most others, the local rates to East St. Louis and 
St. Louis also apply as proportional rates to the various upper 
Mississippi River crossings, such as Quincy, East Burlington, 
East Clinton, East Dubuque, East Fort Madison, East Hannibal, 
East Keokuk, Rock Island, etc., and they are only to be used 
in connection with rates beyond to certain restricted and speci- 
fied territories as governed by the tariff, which, in this instance, 
includes Lincoln, Neb. The rates from the gateways to des- 
tination are governed by the Western Classification—from Chi- 
cago, 534% cents a hundred pounds, and from East St. Louis 
local 49 cents a hundred pounds. We have, in this instance, 
however, also a proportional rate from St. Louis, which also 
applies as proportional from certain upper Mississippi River 
crossings on traffic originating east of the Illinois-Indiana state 
line published similarly to the proportional rates to the gate- 
ways. These rates are to be used only as a basis of constructing 
through rates and are not in themselves to be considered ap- 
plicable between the points quoted except as governed by the 
restrictions and application of the rates in the tariff. 

The proportional rate from East St. Louis and the upper 
Mississippi River crossings is 44 cents a hundred pounds. There- 
fore, we have a simple combination of rates to and from the 
various gateways, which equalize by all routes either via the 
Chicago gateway 56% cents plus 53% cents west, or $1.10 per 
hundred pounds, minimum 36,000, or a combination via East St. 
Louis and the upper crossings 66 cents per hundred pounds to 
the gateway and 44 cents per hundred pounds west from the 
gateway, making a through rate of $1.10 per hundred pounds, 
oe 36,000. This situation permits the use of practically 
all routes. 


Many instances arise, however, that complicate the situa- 
tion and must be carefully considered. For instance, we have 
the possibility of one of the factors to or from the gateway, be- 
ing a special commodity rate, which might be lower than the 
class rate. In this instance, while the rate may be lower, the 
minimum provided is higher. The through rates arrived at by 
the use of these factors should not be used even though they 
might result in a lower charge, unless full consideration is 
given to the effect of the application of these rates to the ship- 
ment in question. If the carloading equals the higher minimum 
the charges would be the same, but if the carloading equals 
the lower minimum the factor covering this minimum should 
be used to the most distant points and the minimum rate pro- 
viding for the higher carload minimum which penalizes the 


shipment should be used from the shortest gateway to destina- 
tion. 


Presuming, for example, that the rates from the Mississippi 
River of 44 cents were a special commodity rate providing for 
a minimum of 40,000 pounds, then the Mississippi River com- 
bination should apply if the car were loaded to 36,000 pounds 
only, so that the 4,000 pounds penalty would be carried only 
on the 44-cent factor instead of on the 53%4-cent factor from 
Chicago. At first glance, this would not seem apparent except 
to a competent traffic man. The addition in both cases of the 
factors to and from the gateway gives practically the same 
result—i. e., $1.10 per hundred pounds. However, unless the 
carloading and minimum weights are considered, there is a 
possibility of overcharge. Figuring $1.10 per hundred pounds 
at a minimum of 36,000 pounds, the charges would amount to 
$396, if the car were loaded to full minimum provided, but if 
figured on a loading of 36,000 pounds and the western factor 
providing for the 40,000 minimum, or a 4,000-pound penalty, the 
charges based on the Chicago combination would be, to Chi- 
cago at 56% cents per hundred pounds, 36,000 pounds, and from 
Chicago 53% cents at 40,000 pounds, or $417.40. lf the ship- 
ment were based on the further combination—that is, the Mis- 
sissippi River and the 66-cent rate used in connection with 
the 36,000-pound minimum plus the smaller western factor of 
44 cents, at 40,000 pounds—the charges would be $413.60, re- 
sulting in a saving of $3.80, because the shipment was subjected 












































































































































































only to the penalty of the 44-cent factor—i. e., $17.60 instead 
of the 53%%4-cent factor, i. e., $21.40. In order to eliminate the 
possibility of this overcharge, the shipment should be so routed 
that the Chicago combination would not be available. While 
it would be possible to obtain a refund of this overcharge in 
the event the shipment were forwarded via Chicago, a proper 
routing would eliminate this possibility and consequent overhead 
in the department. 

This example cites intentionally a small amount to indicate 
that routing may be a pertinent factor in considering rates, not 
necegsarily for the amount involved, but for the sales affect of 
small amounts which might be sufficient to antagonize a cus- 
tomer and to jeopardize future good will and sales. Many con- 
cerns do not realize the importance of routing because the 
amounts saved may be small, and do not give sufficient credit 
for the full effect of this activity. 

Owing to the fact that there is a variation of rates pub- 
liished to and from many intermediate gateways to be used in 
connection with arriving at through rates, also the possibility 
of commodity rates being published to and from certain joint 
points, and not to and from certain other joint points, or the 
favorableness of the classification governing, the routing is ex- 
tremely important, as, in many instances, a great saving can 
be made via certain joint points as compared to routing via 
others. A few fundamental principles must be adhered to. 
However, the real secret of success in routing to obtain the 
lowest rate is constant application and full knowledge of both 
the carriers’ facilities, routes and rates, coupled with an ability 
to read and understand the application of the various tariffs. 
The importance of this from a purely rate standpoint will be 
considered in the next article. 


NOVEL FOURTH SECTION POINT 
The Trafic World Washington Bureau 


The complainants in Western Paper Makers’ Chemical Cor- 
poration and Tanglefoot Company vs. United States and Inter- 
state Commerce Commission, in the United States court for 
the western district of Michigan, southern division, make the 
novel point that the Commission is without authority, under 
the interstate commerce law, to require the closing of routes 
that are not unreasonably circuitous in order to prevent viola- 
tions of the long-and-short-haul clause of the fourth section, 
even if the rates be constructed on the basis of the short-line 
mileage. 

The suit was begun (see Traffic World, September 6) with 
a view to preventing the rates permitted by the Commission, 
in its decision in I. and S. No. 1900, 87 I. C. C. 740-58, becoming 
operative because, among other things, the rates on rosin, in 
which the complainants are interested because they use much 
of it in their business to Kalamazoo and Grand Rapids would 
be higher than the rates to Chicago and Milwaukee. The com- 
plainants contend, in effect, that they are entitled to rates via 
routes leading through Kalamazoo and Grand Rapids to Chi- 
cago and Milwaukee and that only by permitting or requiring 
the railroads to close routes through Kalamazoo and Grand 
Rapids can the prohibition of the long-and-short-haul part of 
the fourth section be circumvented and Chicago and Milwaukee 
given lower rates than Kalamazoo and Grand Rapids. 

Among the allegations made is that the suspended schedule 
had the effect of equalizing the rates on rosin from the interior 
territory with the rates from the ports, thus removing fourth 
section violations at points of origin; that under the suspended 
schedule and at the present under the existing order of the 
Commission fourth section violations obtain at destination points 
such as Kalamazoo and Grand Rapids, and that to that extent 
they have not had the consideration that was accorded to origin 
points. 

The complainants further asserted that the equalizing process 
was accomplished by slightly reducing the rates from interior 
territory and by substantially increasing the rates from the 
ports; that such equalizing of the rates should have been al- 
lowed only after a proper showing on the record; that in the 
absence of such a showing rates not higher than the Gulf port 
rates should have been applied because no justification for 
higher rates from-Gulf ports, either in Cincinnati, the key point, 
or to points north thereof was offered. They claimed the rates, 
as made up were unlawful, as a matter of law, in these par- 
ticulars: 

(a) That the freight rates permitted by the Commission’s order 
from Mississippi Valley territory to Kalamazoo are more than the 
freight rates from the same points of origin to Chicago, which is a 
longer haul than to Kalamazoo. 

(b) That said rates permitted by the Commission’s order from 
points in the Mississippi Valley territory to Grand Rapids are higher 
than the rates from the same points of origin to the city of Mil- 
waukee, which is a longer haul than to the city of Grand Rapids. 

(c) That the rate from all the affected territory with minor ex- 
eeptions, was made the same to Cincinnati, both in the suspended 
schedule and in the rates permitted by order of the Commission, 
and the rate to Cincinnati was described by the carriers at the 
hearing to be the key rate to the territory beyond. That the distance 
beyond to Kalamazoo is less than to either Chicago or to Milwaukee 
and the distance beyond Cincinnati to Grand Rapids is less than to 
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Milwaukee, Wis. That the transportation service beyond Cincinnati 
to Kalamazoo and Grand Rapids is less than to Chicago or Mil- 
waukee by reason of the shorter distance, and is the same re- 
gardless of the origin of the traffic. That transportation conditions 
to Kalamazoo and Grand Rapids were not shown to be less favorable 
than to Chicago and Milwaukee. That Kalamazoo is directly inter- 
mediate to Chicago and Milwaukee and Grand Rapids is directly 
intermediate to Milwaukee via various worked and workable routes. 
The supplemental order of the Commission, given in Exhibit 2, 
permits the closing of certain routes in order to eliminate viola- 
tions of the long and short haul clause of the fourth section of 
the act, at Kalamazoo and Grand Rapids. The Commission is with- 
out authority under the interstate commerce law to require the 
closing of routes that are not unreasonably circuitous in order to 
prevent violations of the long and short haul clause of the fourth 
section of the act, even if the rates be constructed on the basis of 
the short line mileage. These rates were not constructed on mile- 
age, but were constructed on a group basis and the rates, as ap- 
proved by the Commission, are constructed in the same manner, 


The Commission, answering the complaint, denies that its 
orders in the naval stores investigation case, in which it pre- 
scribes rates on rosin and turpentine, permit or require viola- 
tions of the fourth section as alleged by the comlaining ship- 
pers who have asked for an injunction preventing the enforce- 
ment of the orders of March 5 and June 18. (See Traffic World, 
September 6, p. 496.) The allegation was that the orders per- 
mitted or required violations of that section at Kalamazoo and 
Grand Rapids. 

A further allegation in the complaint filed in court was that 
irreparable injury would be suffered by the complaining ship- 
pers. The Commission, in the answer prepared by P. J. Farrell, 
denied that as well as the allegations that the orders were made 
arbitrarily, unjustly and contrary to the relevant evidence. On 
the contrary, it asserted, it, in making the reports and orders, 
considered and weighed, carefully, every fact, circumstance and 
condition called to its attention on behalf of the parties to the 
proceedings, including all matters covered by the allegations 
of the complaint in this case. The answer further avers that 
the Commission did not exceed its authority, or exercise that 
authority in an unreasonable manner. 


REVENUE TRAFFIC STATISTICS 


’ Freight revenue of class I steam roads, exclusive of switch- 
ing and terminal companies, amounted to $322,714,570 in June, 
as compared with $386,361,328 in June, 1923, and $2,064,469,233 
in the six months ended with June, as compared with $2,266,- 
768,677 in the same period of 1923, according to revenue traffic 
— compiled by the Bureau of Statistics of the Commis- 
sion. 

Passenger revenue amounted to $95,844,957 in June, as com- 
pared with $102,773,343 in June, 1923, and $528,868,129 in the 
six months ended with June, as compared with $539,187,314 in 
the same period of 1928. 

Revenue tons carried totaled 165,469,000 in June, as com- 
pared with 204,175,000 in June, 1923, and 1,014,733,000 in the 
- — as compared with 1,124,198,000 in the same period 
oO , 

Revenue tons carried one mile totaled 28,768,629,000 in 
June, as compared with 34,234,390,000 in June, 1923, and 183,- 
975,900,000 in the six months, as compared with 203,747,628,000 
in the same period of 1923. 

Revenue per ton-mile averaged 11.22 mills in June, as com- 
pared with 11.29 mills in June, 1928, and 11.22 mills in the six 
months, as compared with 11.13 mills in the 1923 period. 

Revenue per ton per road averaged $1.95 in June, as com- 
pared with $1.89 in June, 1923, and $2.03 for the six months, as 
compared with $2.02 for the 1923 period. 

Revenue per passenger-mile averaged 2.889 cents in June 
and 2.931 cents in June, 1923, and for the six months, 3.030 
cents, as against 3.048 cents in the 1923 period. 


CANADIAN TRAFFIC REPORT 


Following is the traffic report of the railways of Canada 
for May, 1924: 


COMPARATIVE SUMMARY 
TOTAL FREIGHT LOADED AND RECEIVED — a 





? May ay pri 
_ Provinces 1924 1923 1924 
Prince Edward Island.......... 9,707 12,374 6,927 
Nova Scotia EE ey 541,439 645,384 608,357 
INGW TITURBWICK oooccckcccceuweve 204,175 163,731 277,639 
Quebec RU Paiwia & alatarbida ore sicnleelaiare 1,381,659 1,610,796 1,162,728 
IIR cuss crudioaruaiorenalstareaieniee ue 3,547,551 4,570,179 3,372,464 
MII 560) Siatacer'e'e!'s:ckoreiein-oiaco bieiciers 304,306 276,160 75,239 
WEMMONOCMOWER oi6ccccctevnceseese 629,602 405,748 392,726 
NI, aii sake cig chia nice eng abbareacuiiniare 566,625 293,670 517,853 
British Columbia. ....0..0.00s0 378,444 437,402 393,612 
TE fixe Dahauaie Wc deeleweee ee 7,563,508 8,415,444 7,007,545 
Products— 
INMEMEUCOTOE  Scisicie desis Kassccice'nes 1,922,230 1,474,373 1,469,188 
Animal ‘i 87,891 89,043 264,722 
Mine .- 2,255,765 3,238,649 2,061,336 
PTE cin' oi pigiaidinieec ae siasaiinielaremataas 1,121,378 1,111,877 1,280,082 
Manufacture and Miscellaneous 1,976,244 2,301,502 1,932,217 
Grand FOtal. 6.666 seve mieuslatlece 7,563,508 8,415,444 7,007,545 
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6,927 
98,357 
17,639 
52,728 
12,464 
15,239 
92,726 
17,853 
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59,188 
54,722 
51,336 
30,082 
32,217 
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September 13, 1924 


Commodities 


TAY QUE BOW cieiccccictnecicacs 
IEE wii iere bate elaine # Oarnaieaciedejeere 
PIO COPORED. 6 60.016. 6:6 vicccessie cows 
ONCE Vrait CIPESH) ....ccsieccssc 
Lg, Oe re eee ee 
Other Fresh Vegetables ........ 
Other Agricultural Products.... 


IT Soicicbaie.cis enw ise te er eatreee 
Cattle ANd CalVGS «oc cccecccesee 
er ee 
RMIIE._le: orcceratnint Ss acwis areas we enraie cavers 
Dressed Meats (fresh).......... 
Dressed Meats (cured or salted) 
Other Packing House Products. 
PE 0066060046406 00e00e Soe 0e 
BOE: scxacasciarprecapeioras gtaretenésa: #5 6le, Ow: 00eves< 
Hutter ANG CHECKS: ..<ccccccccccse 
WE arale ean teeties @cccweecesewe 
Hides SN LGR? 6.c.cccveccccee 
Other Animal Products ......... 


PERGMOTES COON. oo:o.c 0:0. 6:0:0-00-01000 
BitumiIneys Coal oc ccccecvsccccse 
DIE, CINE araiecivin dseie's-0 wlaversereceres 
CE, ccscnecnesareeeenee se oenesene 
TO ED wiéccwcnbacccicwvcsscesws 
Other Ores and Concentrates.... 
Base Bullion and Matte.......... 
Clay, Gravel Sand, Stone (crsh.) 
Slate-Dimension or Block Stone.. 
Crude PeWGlOUM 666 cccdccscsce 
pe ES a eee a 
MINE. -gccsnaie-p roti tarsidiaw Glaaiee eerere.a ocelerene 
Other Mine Products ........se 


Logs, Posts, Poles, Cordwood... 
OM. h 610 F60:4:0 004 0.0-010:04 0s ee ROR 
rr 
Lumber, Timber, Box Shooks, 

Staves, FIGAGINE ...cccceses 
Other Forest Products......... 


Refined Petroleum and-its prods. 
BINED cigs werclniearaereeere cule a eavercis 
Tron, pig and bloom....... cee. 
Rails and Fastenings ........... 
Bar and Sheet Iron—Structural 

iron and Iron Pipe........- 
Castings, Machinery and Boilers 
CAL cnienacnniseiacnincuetedens 
Brick and Artificial Stone...... 
Lime and Plaster ..cccscseseess 
Sewer Pipe and Drain Tile...... 
Agricultural Implements and 

Vehicles other than Autos... 
Automobiles and Auto Trucks... 
HOUSGNCIG GOOEE ..0cccccccscess 
Furniture ....ccccecsscccsseccocs 
Liquor Beverages ......-++eeeee 
Fertilizers, all kinds ............ 
Paper, Printed Matter, Books... 
WO 0 ea 
Fish (fresh, frozen, cured, etc.). 
COMME MEEAEE.. 2 ocd ccccccmswncems 
Canned Goods (all canned Food 

Products other than Meat... 
Other Manufactures & Misc..... 
MICCNGIIIIS oo .ceck sc ol eweececuee 


ee ee 


CARAT TOTALS o.o.ooca:0. vines 
“Decrease. 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS 
AGRICULTURAL PRODUCTS 








- Originated - ——Total Freight Originatea—. 

Received from Foreign Cumulative Total 

Loaded Connections Delivered to 

at Sta- Increase 

tions in Canadian Foreign For To Over 

Canada Points Points Month Date 1923 

Tons Tons Tons Tons Tons Tons 
968,796 232 6,279 975,307 4,004,103 830,771 
22,302 9,949 13,583 45,834 372,039 *88,536 
206,811 1,818 28,798 237,427 1,118,328 257,124 
47,836 75 882 48,793 237,831 24,302 
28,855 eaierer 1,084 29,939 102,371 *19,949 
10,638 ceterbse 12 10,650 42,938 *1,951 
4,924 455 1,949 7,328 69,980 *1,159 
159,796 2,090 39,445 201,331 1,208,170 97,459 
92,780 2,176 41,575 136,531 717,820 80,544 
87,303 419 3,487 91,209 527,236 137,994 
858 2,701 2,147 5,706 42,315 *32,887 
345 1,887 1,524 3,765 85,726 *2,847 
1,639 23,692 6,878 32,209 137,821 37,959 
31,816 1,135 4,692 37,643 198,810 *15,553 
1,676 7,939 9,234 18,849 101,613 25,849 
8,232 14,777 16,700 39,709 242,037 44,342 
1,674,616 69,345 178,269 1,922,230 9,209,138 1,373,462 

ANIMAL PRODUCTS 
5,058 504 248 25,810 40,130 1,741 
63,918 119 2,171 66,208 293,008 45,416 
999 2 1,014 2,015 13,328 *5,030 
24,911 pcaiaes 2,778 27,689 152,872 14,141 
10,676 5,086 32,284 48,046 245,321 *22,694 
3,513 11,042 14,677 29,232 125,393 23,759 
4,370 8,320 14,358 27,048 160,993 20,671 
118 welds 5,307 5,425 29,247 *637 
3,750 136 22,705 26,591 73,123 10,140 
5,841 88 15,969 21,898 71,863 315 
558 981 1,941 3,480 18,341 *1,323 
4,996 2,235 6,483 13,714 70,463 17,605 
4,528 1,469 4,738 10,735 47,908 6,541 
133,236 29,982 124,673 287,891 1,341,990 55,155 
MINE PRODUCTS 
20,876 281,952 121,067 423,895 2,374,801 *1,345,613 
558,888 398,662 10,376 967,926 6,059,022 *1,610,643 
po re prbearne 13,404 158,523 14,690 
12,054 31,396 810 44,260 326,639 *155,993 
424 974 112 1,510 6,460 *29,346 
179,857 10,375 4,812 195,044 927,018 68,382 
a 8 —=—s’s aaa 3,062 11,167 47,056 15,576 
371,575 21,512 31,519 424,606 967,193 167,822 
14,969 2,683 15,166 32,818 139,513 *93,623 
15,521 43,776 siabents 59,297 225,960 114,394 
5,294 1,677 2,035 9,006 23,246 *6,278 
11,306 11,476 8,004 30,786 121,890 *22,164 
35,284 3,665 3,097 42,046 171,879 16,221 
1,247,557 808,148 200,060 2,255,765 11,549,200 *2,866,575 
FOREST PRODUCTS 
217,327 1,594 7,147 226,068 1,489,755 142,320 
17,334 345 336 18,015 87,980 *4,476 
307,675 patie 322 307,997 2,335,856 684,358 
26,670 3,429 4,627 534,572 2,595,758 *163,256 
438,893 28,966 66,713 34,726 222,221 *103,551 
1,007,899 34,334 79,145 1,121,378 6,731,570 555,395 
MANUFACTURES AND MISCELLANEOUS 

94,077 39,144 17,551 150,772 546,079 11,291 
21,566 5,170 39,957 66,693 369,806 12,217 
23,996 7,192 6,604 37,792 208,717 *121,065 
16,578 2,709 2,024 21,311 146,822 4,062 
46,440 41,691 18,720 106,851 527,509 *300,422 
19,634 10,440 20,830 50,904 219,277 *53,071 
97,007 634 667 98,308 251,169 17,845 
71,203 9,262 3,163 83,628 271,168 *55,595 
33,199 2,046 2,274 37,519 151,403 *2,070 
8,885 386 259 9,530 30,816 284 
9,786 3,300 9,468 22,554 99,540 *7,719 
22,400 8,096 82,503 112,999 547,737 31,291 
5,728 443 538 6,709 36,541 *19,459 
2,092 349 3,150 5,591 30,015 *8,439 
17,617 1,129 694 19,440 _ 80,442 26,905 
27,364 3,850 3,161 34,375 171,961 9,782 
111,980 2,612 33,924 148,516 738,654 59,811 
98,190 2,759 7,527 108,476 541,819 *68,308 
1,787 175 252 2,214 34,504 4,111 
180 68 88 336 1,687 *2,041 
7,142 1,802 14,903 23,847 116,811 5,064 
282,493 69,967 180,873 533,333 2,618,737 *147.673 
- 212,543 20,499 61,504 294,546 1,373,633 *298,032 
1,231,887 233,723 510,634 1,976,244 9,114,847 *901,231 
5,295,195 1,175,532 1,092,781 . * 7,563,508 37,946,745 *1,783,794 





Unloaded 
at Sta- 
tions in 
Canada 
Tons 
734,559 
99,853 
184,307 
54,247 
25,185 
12,418 
5,289 
99,599 
44,218 
41,029 
2,736 
2,303 
24,855 
22,850 
9,061 
17,264 


1,379,773 


1,918,348 


199,718 
10,294 
191,027 


287,630 
21,034 


709,703 


121,924 
25,541 
29,241 

9,450 


76,308 
27,783 
85,738 
70,521 
30,546 

9,434 


7,409 
21,158 
7,472 
2,298 
15,555 
27,390 
27,784 
30,531 
1,413 
299 


8,171 
336,154 
229,808 

1,201,928 


5,337,173 


551 


-Terminated-———. 


Deliv- 
ered to 
Foreign 

Connections 
Tons 

129,831 

32,118 

57,682 


560,983 


258 
8,698 
991 
2,956 
33,827 
25,053 
20,810 
5,322 
22,772 
16,232 
1,948 
8,605 
5,493 


152,965 


118,148 
11,401 
30 
1,331 
227 
8,934 
3,474 
66,915 
12,636 
30 
2,330 
8,967 
23,274 


257,697 


1,558 
106,078 
261,042 

8,500 


401,410 


18,684 
41,311 
6,709 
2,121 


24,770 
22,784 
2,580 
6,622 
6,314 
231 


17,546 

» 96,116 
915 
3,320 
2,169 
4,646 
133,203 
83,525 
967 

279 


17,185 
241,022 
66,201 
799,220 


2,172,275 
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CANADIAN CAR LOADINGS 


Car loadings in Canada have been steadily improving. The 
week ending August 30, the increase over the previous week 
was 1,091 cars, 595 cars in the eastern division and 496 cars in 
the western division. Coal loadings picked up in both divisions; 
merchandise and miscellaneous freight were heavier in the 
eastern division but lighter in the west and grain loadings 
showed a gain of 191 cars in tha west. Compared with the 
corresponding week last year the loadings were down 4,899 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
Total for Canada 
For the week ended 
1924 


Aug. 16 Aug. 23 Aug. 30 











Commodity Cars Cars Cars 
Greim and grain products. ....cccccccccsecsvevces GtOe 3,869 3,987 
TRCN, | oc oy5icrudies4o Knee cnicnslonine oven ara ecisineere 2,407 2,620 2,744 
NN Cai welssoulax gnc wil ar asda Oe acs. ha wie Gane Ra caerdaelante 4,956 4,777 5,499 
ch eer dea i dared Gk eee neh eR ee ae RCK 149 206 168 
a iat orgie 0 AGW lene ot Ws 91.0 GO 3,601 3,535 
Co RR Oe ree re re re 1,705 1,727 1,736 
Ce ee Oe CCC Oo 2,021 1,917 1,801 
ME SONOS UIMUOEES. 6 .c.0cis:die civicttincecinewsesinns 1,951 2,345 2,236 
RN dil asa arava oa oats @ Wy 64:0: es ei ar ararers: Sore. deal da aiqravele’d 1,560 1,588 1,405 
ee. Be, Cl Bie sinicc wteinwene do vesdleaw em 14,928 15,063 15,612 
NN eR eT eC To 12,040 13,175 13,256 
eo ee re 49,117 50,888 51,979 
Total cars received from connections..........28,094 28,279 28,388 
Total cars loaded for corresponding week, 1923.51,026 53,947 56,878 
Cwumamiative TOGGMS ta GAte—lOE4 ... 6ccccncsevecsecedocsssvevase 1,853,006 
Bs eiversrs-vicia oi Sateen sipa crea iueine 1,751,749 


Eastern Canada Western Canada 
For the week ended 


Commodity Aug.16 Aug. 23 Aug.30 Aug. 16 Aug. 23 Aug. 30 
2 497 1,688 








Grain and grain products... 2,276 2,37 2,299 1,508 _ 1, J 
BY WON es. tiecccerceweemdue 1,169 1,209 1,224 1,288 1,411 1,520 
MED Datelle.ewgeaweeecianaaceraine 4,048 3,795 4,149 908 982 1,350 
NLS tah savaged: Wuracondia aveiesarneae 148 206 167 1 a | 
MIE arnstivre:0i6-0-0 a:0: aren Roecacansa 2,608 2,617 2,587 1,010 984 948 
er re eee 1,602 1,591 1,585 103 136 151 
PUD GUE MADE. os... cccve. 1,889 1,810 1,688 130 107 113 
Other forest products ...... 889 1,236 1,017 1,062 1,109 1,219 
ee a eee 997 254 814 563 634 591 
Merchandise, L. C. L...... 11,144 11,167 11,692 3,784 3,956 3,920 
Miscellaneous .............. 8,952 9,829 10,099 3,088 3,346 35,157 

Total cars loaded.......35,722 36,726 37,321 13,395 14,162 14,658 
Tota cars received from 

| amine eriececcncsesettee Sa,808 25,925 2,332 2,466 2,463 


Total cars loaded for corre- ih f a ; 
sponding week, 1923....36,889 39,246 40,734 14,137 14,701 16,144 


CANADIAN OPERATING REVENUE 


Slight improvement over the totals for May was shown 
in the operating revenues of the Canadian railways for June, 
according to the figures issued this week by the Canadian Gov- 
ernment Bureau of Statistics. The revenues, however, show a 
small decrease in comparison with the figures for June, 1923. 

Freight traffic was heavier than a year ago by 11 per cent, 
but freight revenues were less by $630,465, or 2.5 per cent, 
and passenger revenues also failed to equal last year by 2.4 per 
cent, with the traffic 3.9 per cent lighter. 

Heavier maintenance of way and structures expenses, also 
increased in traffic, miscellaneous operations and general ex- 
penses increased the total operating expenses over June, 1923, 
by $1,481,432, or 4.5 per cent. 

Train mileage, loaded and empty freight car mileage, and 
passenger train car mileage all recorded increases; also the 
average load per freight train and per freight car were heavier. 
The average number of employes was practically unchanged, 
while the pay roll was increased $121,361, or slightly over 
half of one per cent. 

The culmative totals to June 30 show an improvement for 
1924 of $3,387,342 in net operating revenues, and of $1,766,251 
in net operating income. 

On the Canadian National railways freight traffic for 
June showed an increase over May of 7 per cent, and over that 
of June, 1923, of 19.6 per cent, but passenger traffic was below 
iast year’s record by 2.4 per cent. Freight revenues, however, 
were slightly under last year’s, and total revenues were only 
$57.606 greater. Operating expenses were heavier by $1,347,751 
or 8.1.per cent, due to an increase in maintenance of way and 
structures of $1,301,711, or 32 per cent, reducing the net oper- 
ating revenues by $1,290,144, or from a net revenue of $316.013 
to an operating deficit of $974,131. The pay roll was cut $328,- 
258, or 2.8 per cent, for a decrease of only 153 employes. 

Train loading showed an increase of 96.7 net tons and 2.3 
cars and the average lnad per car was increased one ton. 

The lines in the United States have produced a net oper- 
ating revenue of $2.639 979 for the first half of 1924 as comnared 
with a net operating revenue of $4,510,813 for the corresponding 
period in 1923, but the Canadian lines produced a deficit of 
$10,549. This was a betterment over 1923 operations for the 
six months of $2,908,907 and for the entire system the net 
operating revenues were above last year’s hy $1 938,073. 

On the Canadian Pacific railway, freight traffic was heavier 
than for June, 1923, by 9.5 per cent, freight revenues being 
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increased by $108,967, or 1.2 per cent, and, although passenger 
traffic fell off 6.5 per cent and passenger revenues were less by 
$164,979, or 4.8 per cent, total revenues were heavier by $426,623, 
or 2.9 per cent, an increase of $540,455 in “all other” revenues 
being the main factor. 

Maintenance expenses were heavier than for June, 1923, by 
$200,012 for maintenance of way and structures, and by $78,633 
for transportation expenses, and $5,477 in miscellaneous, re- 
ducing the total to $153,796, or 1.2 per cent, over June, 1923, 
expenses. There was a reduction in the total pay roll of $84,821, 
or 1.1 per cent for a decrease of 663, or one per cent, in the 
number of employes. The average haul increased from 372.9 
miles to 393.2 miles and the average receipts per ton mile were 
reduced from 1.117 cents to 1.032 cents. An increased propor- 
tion of grain tonnage would have this effect. 

For the first time in six months net operating revenues 
were heavier by $1,755,489, or 22 per cent, and the operating 
income was larger by $823,724, or 8.6 per cent. 


CROW’S NEST PASS RATES 


The Trafic World Ottawa Bureay 


As the date for the hearing of the Crow’s Nest Pass rreight 
rate agreement case, Sept. 17, approaches, executives of the 
Canadian railway companies are becoming more and more em- 
phatic in their declarations that no downward revision of freight 
rates will be possible until traffic increases. 

All through his western tour Sir Henry Thornton, president 
of the National System, although in the midst of the Crow’s 
Nest agreement advocates, insisted that a curtailment in rev- 
enue would place the national railways in a serious position. 
To his support George Graham, minister of railways, has come 
and, in a speech last week in Toronto, he dealt with the rate 
situation. It would be futile to ask for decreased transporta- 
tion costs, said he, until the railways were in a stronger posi- 
tion and traffic had increased. 

At the same time, it is not disputed by either side that the 
present situation must be relieved. The Crow’s Nest Pass 
agreement was signed in 1897 and provided for rates on about 
20 of the basic commodities shipped between eastern and west- 
ern Canada. These rates are lower than the rates obtaining 
today. This agreement was in force until the mid-war period, 
when high operating costs forced the railways to petition the 
government to set aside the agreement until conditions im- 
proved. The government did so and the agreement—which was 
to remain in force in perpetuity—was suspended from year to 
year until 1923. In that year the government permitted the 
eastbound rates to come into effect but further suspended the 
west bound rates until thjs year, when they also were broughi 
back into force. 

In putting them into operation, however, the railways 
abided strictly by the letter of the law. The agreement was 
signed only by the C. P. R. and, in 1897, it was only 6,000 miles 
in extent, whereas now it is 13,000. The C. P. R. claimed it 
was required to put the agreement rates into effect only on the 
line as it existed in 1897 and could maintain legally the nor- 
mal rates on all other sections. This resulted in widespread 
discrimination. One town would have the low rate to the west 
and the next town, perhaps only a few miles away, would have 
the high rate. Thus, the implement manufacturers of Brant- 
ford were without the low rate, while their opponents in To- 
ronto were able to ship at a much smaller cost. 

Whether or not there is to be a general reduction of rates 
—which would be the result of a general application of the 
rates set out in the agreement—will not be determined by the 
railway commission, as both sides have announced their intention 
of appealing the case if the decision should go against them. 
Kither the agreement will be outlawed forever or a general 
drop in rates will have to take place. No one in authority con- 
= the indefinite continuation of the present situation pos- 
sible. 

Just how serious a blow the complete restoration of the 
agreement would be to the railways may be judged by the 
statement of one railway expert—that it would cost the C. P. R. 
$10,000,000 a year. When it is considered that railway business 
is steadily falling below the 1923 volume and that there will be 
a shrinkage of not less than 100,000,000 bushels in the grain to 
be carried by the railways this autumn and winter, the stand 
being taken against rate cuts’ is understandable. 


INCREASED RICE RATES 


The Trafic World Ottawa Bureau 


A sharp increase in the rates on rice from Vancouver east- 
ward will go in effect October 1. . At the present time the rate 
from the coast to, say, Montreal is 75 cents a hundred pounds 
After October 1 this will be increased to $1.15%%. 

Complaints against the new rate are being made by the 
“business interests of Vancouver and they threaten an appeal 
to the Board of Railway commissioners. They claim that the 
increased rate will rob them of a considerable section of the 
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Manitoba market and will oust them from the eastern provinces. 
The business formerly done by them in Ontario and even in 
Quebec, they claim, will fall into the hands of United States 
merchants. 

A counter blast has come from Montreal, where rice im- 
porters declare the new rate will serve only to modify the 
discrimination which has existed in rice rates for many years. 
Montreal merchants declare that Vancouver has received, al- 
ways, a rate against which they simply could not compete and 
that the result of the increase will be to permit the eastern 
merchants of Canada, not the United States, to capture the 
eastern trade and, perhaps, a small part of the prairie business. 

Some interesting comparative figures on the east and west 
rates have been given by the eastern merchants. In past years 
rice shipments going west were carried at full fifth class 
freight rates. Shipments east from Vancouver, on the other 
hand, enjoyed a blanket rate of 75 cents a hundred pounds on 
consignments to all prairie points as well as the city of On- 
tario and Montreal. The way the fifth class rate worked out 
was as follows: From Montreal to Winnipeg, $1.10 per 100 
pounds; to Regina, $1.55; to Saskatoon, $1.68; to Edmonton, $2; 
to Vancouver, $2.42. Thus it is shown that it cost $33.40 
more to ship a carload of rice from Montreal west to Van- 
couver than from Vancouver east to Montreal, and $6.80 a 


ton more to ship from Montreal to Winnipeg than from Van- 
couver to Winnipeg. 


McLEOD MAKES REPORT 


The Trafic World Ottawa Bureau 


M. H. McLeod, consulting engineer of the National Rail- 
ways, has made an examination of the Edmonton, Dunvegan and 
British Columbia Railway in northern Alberta and, after sizing 
up the tract of country opened by that road, has made an an- 
nouncement as to the best manner in which it can be served 
by the railways. 

He has done this work immediately after going over the 
Pacific Great Eastern Railway, owned and operated by the Brit- 
ish Columbia government. 

He has made an offer to the British Columbia government 
under which the National Railways would take over a large 
section of the P. G. E. and connect it with the E. D. & B. C. 
line, and thus solve both problems. 

Discussing the situation in northern Alberta, he said: 





The only solution of the Peace River problem, and the only way 
in which that great country can be settled and be developed is by 
giving it an outlet by this coast. The conference of western premiers 
on this subject in the autumn will take the whole problem under con- 
sideration. It will discuss the best means of making the Peace 
River productive and what can be accomplished toward this by the 
Edmonton, Dunvegan, and P. G. E. lines. The only solution is to 
zive the Peace River an outlet to the west. By the west, I mean 


Vancouver. There should be one main supply point for this coast 
and that should be Vancouver. 


OPPOSES ST. LAWRENCE WATERWAY 


The Trafic World Ottawa Burears 


Henry Holgate, a Canadian engineer of reputation, made 
an address this week at a Montreal Board of Trade banquet 
where the guests were business men from Erie, Penn. He 
attacked the proposed St. Lawrence canal scheme. 

In the first place, he said, the proposed enlargement of the 
canal system was unnecessary, and in some respect was a dream. 
To carry it out would involve a stupendous expenditure of 
money beside which the damming of the Nile and the construc- 
tion of the Panama Canal would sink into the commonplace. 
He declared that the present shipping facilities between Lake 
Ontario and Montreal were not utilized to half their capacities 
and the thought that a new species of craft, which would sail 
the ocean as well as the lakes, would be brought into being, 
was pooh-poohed by the navigation companies. There was no 
necessity for the project, he said, and he ascribed the campaign 
for the scheme to power magnates who were eager to obtain the 
electrical energy that would be developed. 





FLEET CORPORATION CHANGES 


E. P. Erckenbrack, district director of the Fleet Corpora- 
tion at Seattle, has been appointed European director, succeed- 
ing Huntington Morse, who has resigned. Mr. Morse formerly 
was in complete charge of European affairs of the corporation, 
but a reorganization was effected recently under which J. BE. 
Sheedy, a vice-president of the corporation, was placed in 
charge of the European offices. 

Allen Pragnell, district manager at Boston, has been ap- 
pointed London district manager, succeeding W. T. Purdy. 

The changes were made as the result of conferences be- 
tween President Palmer and Vice-President Sheedy. The latter 
has sailed for London. 

The Fleet Corporation has opened an office at Santos, 
Brazil. John R. Bolin, port representative, will be in charge 


of the office and will report to the Fleet Corporation director 
for Brazil. 
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OCEAN RATES HOLD GAINS 


The Trafic World New York Bureau 


The ship charter market this week showed distinctly that 
the recent advance was not a flash in the pan but a definite 
improvement. Despite heavier offerings of vessel space due 
to the fact that shipowners consider existing rates satisfactory, 
the market absorbed the tonnage without reaction and in the 
grain trade, especially, there were further increases. 

“Yielding nothing of the ground gained in the past fort- 
night,” says Punch, Edye & Co., “the market throughout the week 
was consistently firm, and maintained a satisfactory degree 
of chartering activity. As was the case last week, however, 
grain cargoes continued to furnish the bulk of the business. 
The check in the rising movement of the market which ap- 
peared momentarily imminent in the closing days of the previous 
week by reason of the heavy volume of boats offering, seems to 
have passed over without effect . . Owners have been ask- 
ing and obtaining full market rates.” 

There are now indications that the upward trend led by 
grain are being followed by other trades. Reports from London 
show an improvement in the homeward markets from the Far 
East, North Pacific, River Plate and Australia. Expectation 
of increased shipments due to settlement of the reparations issue 
is resulting in greater bookings of freight. The recent revival 
has recovered a large part of the ground lost since May, when 
a short spurt carried grain rates from the North Atlantic up to 
19 and 19% cents a 100 pounds to the United Kingdom and Con- 
tinent, and coal rates to South America up to $3.50 and $3.75 a 
ton. 

Pacific coast trade is now beginning to show a revival simi- 
lar to that recorded at the Gulf, North Atlantic and Canadian 
ports. Trans-Pacific lumber rates have advanced about $1 a 
1,000 feet. Beginning of the seasonal crop movement from the 
west coast states to the east coast, which has considerably re- 
duced the available steamship space, has also brought about an 
advance in the intercoastal lumber rates. 

Existing rate levels may be summarized briefly: Montreal 
to U. K. and Continent, 15% to 17% cents a 100 pounds on grain 
for September and October loading, applying to both tramp 
steamers and space on regular liners. This represents an ad- 
vance of perhaps 25 per cent within ten days time. Coal, lum- 
ber and other commodities are quiet but trending upward. 

At the meeting of the United Kingdom Conference in Mon- 
treal, this week, it was decided to advance the date for ship- 
ment of lubricating oil, wax and grease, taken under special 
contract for Irish ports, from October 15 to December 31. The 
special rate and time allowed for booking by the conference 
lines under: interchangeable contracts has been extended from 
September 13, to, from September 9. This decision applies to 
the special contract rates of $1.20 a barrel on lubricating oil, 
and 28 cents a 100 pounds on wax and grease, which is a reduc- 
tion from the regular tariff. 

Marine underwriters in New York have decided that the 
Texas protests against the differential in favor of New Orleans 
on cotton insurance are justified, and, accordingly, they have 
notified the Houston Cotton Exchange that Texas ports and 
New Orleans will be on a parity, effective October 15, so far as 
cotton originating west of the Mississippi is concerned. In- 
stead of reducing the Texas rate, the underwriters will increase 
the New Orleans rate, making it 75 cents per $100 valuation 
for first class liners, 80 cents for second class steamers and 
82% cents for approved steamers. On cotton from points east 
of the Mississippi the advantage allowed to New Orleans over 
Galveston will be 21%4 cents instead of five cents. When under- 
writers reduce their rates 30 per cent on September 1, they 
gave New Orleans an advantage of 2% cents over Texas ports 
on cotton originating west of the Mississippi. 

It is learned from Portland, Oregon, that the lumber rate 
on intercoastal shipments in October will be advanced to $14 
a 1,000 feet. The demand for lumber space has increased along 
with heavier shipments of other products. 


The United Kingdom and Continental Conferences have ex- 
tended from December until March of next year the period 
within which present rates for transhipment of canned goods 
and dried fruits from the Pacific coast to Europe will be effec- 
tive. 

Material improvement in shipping conditions in Brazilian 
ports is reported to the International Freighting Corporation 
by their agents at Santos. Discharge of southbound cargoes 
has been rapidly approaching normal in the last ten days. 

The Munson-McCormick Line will inaugurate a regular 
monthly service between Pacific Coast ports and Jacksonville, 
Fla., beginning with the departure of the steamer William A. 
McKenney, late in September. The steamer Munindies will 
sail in October. 

The McCormick Line is employing a new plan at Los 
Angeles harbor to expedite the handling of freight. The 
company has advised shippers that they may have their bills 
of lading signed at the dock upon delivery of their goods. It 
is believed that this system will eliminate delays incident to 








wn 


having bills of lading made out by employes and afterwards 
mailed to shippers following the departure of vessels. 

A decision of considerable importance to shippers has 
been made by Federal Judge Campbell in the United States 
District Court of the Eastern District of New York. This holds 
that shippers who send their goods by chartered vessels have 
no claims against the ship for any delays or damages that 
may be caused by non-fulfillment of contract. They must rely 
upon the responsibility of the chartering company. The case 
sets a precedent and makes it necessary for shippers to deter- 
mine the reliability of the company in question. 

The case was that of the Fulton Steamship Corporation 
organized by Reuben I. Cameron, of New York, who chartered 
the steamship Capitaine Faure from French owners and sub- 
chartered her to the Fulton S. S. Corp. for operation in the 
Far East trade. The vessel never sailed and the cargo was 
discharged on the dock. The company was not financially re- 
sponsible and the court held that the shippers could not collect 
from the owners of the ship. 

The Pacific Coast Intercoastal Conference, at a recent meet- 
ing, added the following import rates to its list: 


Rate-A. Q. 
Commodity— Per 100 lbs. 
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Bowls, trays, kitchen utensils and ware (articles n. o. s.).. 1.50 

Merchandise (n. o. s.) $10 per ton—weight or measurement. Canned 
goods was also added to the intercoastal import list, with a rate 
of 40c per hundred pounds in carload lots and 60c in less than carload 
lots, minimum weight, 36,000 pounds. 


Effective with the sailing of the S. S. London Importer, 
Glasgow will be made a port of call for all vessels of the Furness 
Line operating from the Pacific Coast. Alternate ships have 
been calling at Glasgow in the past, giving a monthly service, 


which will now be increased to fortnightly during the busy 
season. 





COOK OPPOSES SHIPPING BOARD 


The Trafic World New York Bureau 


The government merchant marine should be abolished for 
the reasons that it is costing $30,000,000 a year and is accom- 
plishing nothing, there is no assurance that at any time it 
will not enter into competition with private owners in the inter- 
coastal trade, and the Shipping Board services are now prevent- 
ing the development of private American lines on the Pacific, in 
the view of Cary W. Cook, president of the American-Hawaiian 
Line. 

Mr. Cook, whose proposal to abolish the board and the 
Fleet Corporation has aroused widespread discussion, amplified 
his opinions in an interview at the offices of the company in 
New York. 

Replying to criticisms that his plan is not constructive, as 
it involves repeal of most of the marine laws of 1916 and 1920 
and leaves American shipping in the same position as before 
the war, Mr. Cook said that a mail subsidy would provide the 
country with sufficient fast passenger liners suitable as naval 
reserves and troopships in the event of a war, and that the 
development of a cargo fleet was a matter of small importance. 

“If the navy needs colliers, tankers or supply ships, it will 
be cheaper for the government to build them and hold them 
idle,’ he said. “There is no need to operate an expensive fleet 
for this purpose.” 

Asked if a law to prevent the Shipping Board from en- 
gaging in the protected intercoastal and coastwise trades would 
not answer his chief objections, Mr. Cook said it would not, 
as the government services on the Pacific were now operated 
in such a way, without regard for cost of service, that the de- 
velopment of private American lines was prevented. Aside from 
the withdrawal of the Garland Line recently, he said, he had 
another specific instance in mind which he was not prepared 
to discuss at this time. 

It was apparent from Mr. Cook’s conversation that, in 
order to eliminate what he considers seriously objectionable fea- 
tures of Shipping Board competition, he would be willing to 
see most of the overseas lines dropped. 

With respect to recent statements that “the motives behind 
Mr. Cook’s attack are somewhat of a mystery,” he said: 


I feel a responsibility to the owners of our fleet of twenty-one 
steamers and motorships, thirteen of which are being operated and 
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eight laid up. I am nervous about government ownership or regula- 
tion. I think the laws providing for it should be repealed and that 
we are getting nowhere under them. a 

The Shipping Board has given me a list of vessels sold in the 
fiscal years of 1923 and 1924, which shows that, while individual ships 
have been sold, no one except Dollar has bought a line. 

Chairman O’Connor wrote me that it must either be government 
operation or no operation at all. The inference is that there is no 
present hope of selling a line, and that as soon as government sup- 
port is withdrawn, the prominent and influential merchant marine 
that the government is building up will fall to the ground. 

I asked an expression from our association and they gave it in a 
negative vote, and gravely proposed to appoint a committee to con- 
sider a report made in 1919, five and a half years ago. 

If it be government operation, it should be direct without middle- 
men, and the repairs should be done in Navy yards, then we can all 
join in paying the piper’s legimate bill without the feeling that a few 
are profiting at the expense of the many. 

The Dieselizing of government steamers is a subject of congratula- 
tion among shipbuilders no doubt, but as the chairman of the board 
declares that we cannot compete in the foreign trade, the owner of 
steam tonnage is not enthusiastic over the prospect of a large fleet 
of American Flag motorships being turned loose whenever the boob 
taxpayer realizes that carrying cargo at a loss doesn’t mean cheaper 
transportation—it costs just as much to perform the service whether 
the ship makes or loses, and somebody has got to pay the cost. 


Mr. Cook said he was opposed to preferential duties, ton- 
nage dues, or preferential railroad rates for American ships for 
the reason that foreign countries would retaliate and the present 
situation would not be improved. 


THE MERCHANT MARINE PROBLEM 


“While the United States officially paves the way for the 
financing of foreign loans to rehabilitate European trade, no 
effective steps are being taken to aid in building up the Amer- 
ican merchant marine,” says the National Merchant Marine 
Association, in a statement, continuing as follows: 


Secretary Hoover’s expressed belief that voluntary action on the 
part of American shippers will aid American shipping more than the 
enforcement of the unenforced laws on the statute books, is of 
especial interest in view of the fact that special advisory shipping 
committees, acting in cooperation with the Secretary, are to out- 
line policies for the establishment and maintenance of an adequate 
American merchant marine. The mere fact that our vessels will give 
service and rates equal to that procurable from our foreign maritime 
competitors will not induce those who have had trade relations of 
years’ standing with foreign lines to turn their trade over to Amer- 
ican vessels. 

In the meantime, while a large portion of American seagoing 
tonnage lies idle for lack of cargoes, plans go forward for foreign 
loans to be financed in this country, including a large one for the 
benefit of Germany. As no provision is likely to be made for the 
sea transportation of the resultant trade by American vessels, Ger- 
man ships will go far towards paying off Germany’s indebtedness, 
thus enabling her to rehabilitate her trade with American money, 
and through this trade to give employment to her rapidly increasing 
merchant marine. 

Figures recently issued indicate that Germany has only ,about 4 
per cent of the total seagoing tonnage of the world. In this connec- 
tion, however, it is interesting to note what she has been able to 
do in her sea trade with the United States. Returns of the Depart- 
ment of Commerce for the fiscal years ending June 30, 1923, and 
1924, respectively, show that while in the fiscal year, 1923, the net 
tonnage of American vessels with cargo, entering and clearing our 
ports was only about 100,000 tons less than that for all foreign ships 
in the same trade in the fiscal year, 1924, the foreign lead increased 
to more than 1,200,000 tons. The total entrances and clearances for 
the two periods, in net tons, were: 





1923 1924 
Us Seer 2,890,810 2,434,483 
Woreigh BHIPG 2.6000 2,986,806 3,648,603 


During the last fiscal year, therefore, American vessels showed a 
decrease from the former year of 456,000 tons, while foreign vessels 
(composed chiefly of German ships), showed a gain of 661,000 tons. 
The speed with which German vessels have been driving ours out of 
this trade is better realized when it is noted that a couple of years 
ago American vessels were carrying considerably more than all for- 
eign vessels combined in our trade with Germany. Still further 
losses for American tonnage may be expected if the trade financed 
with our loans is carried in foreign vessels. 





CHARTERED SHIP’S RESPONSIBILITY 


The Trafic World New York Bureau 


Shippers who send their goods by a chartered vessel have 
no claim against the ship for any miscarriage or damages, but 
must rely upon the responsibility of the chartering company, 
according to a decision made in the Fulton Steamship Corpo- 
ration case by Judge Campbell in the U. S. District Court of 
the Eastern District of New York. 

This decision is regarded by local steamship officials as 
setting an important precedent and making it particularly nec- 
essary for shippers to determine the responsibility of the com- 
panies with whom they do business. Ordinarily claims of ship- 
pers may be placed against the vessel if the owning company 
is not financially sound, but this does not apply to chartered 
ships. 

Judge Campbell held that only the Fulton Steamship Cor- 
poration, organized by Reuben I. Cameron for the Far East 
trade, was liable for the failure of the company to deliver the 
shipments as agreed, and that there was no just claim against 
the steamship Captaine Faure, which was chartered by Mr. 
Cameron from her owner and afterwards sub-chartered to the 
Fulton Steamship Corporation. The company began loading 
the vessel for the Far East on May 9, 1923, but she never sailed 
and the cargo was discharged on the dock. 
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SHIPPERS PROTEST RATES 


The Trafic World New York Bureau 


Decisions this week by the United Kingdom and Continen- 
tal freight conferences to extend the special contract rates on 
lubricating oil, wax, and grease from October to January 1, and 
also the policy of making the contracts applicable to all ports 
to which there is independent steamship competition, has re- 
sulted in letters from several large shippers assuring the in- 
dependent line of their moral support. 

The opinion of this faction among the shippers was ex- 
pressed by L. S. Tainter, oil broker, New York, who said that 
“if the oil companies had tried to put through a similar plan 
against independent competition they would have had the en- 
tire U. S. Government after them in 24 hours.” 

Mr. Tainter said that the conference lines had allowed 
shippers only four or five days in which to accept the special, 
interchangeable contracts and that the time was too short 
for many of them to take up the question with their principals 
abroad. He also objected to the fact that the conferences in- 
sisted that the shippers should book all or none of their freight 
with its members, which he said practically forced them to 
drop the independent service. 

The contracts offered by the conference lines permitted 
shippers to dispatch lubricating oil at $1.20 a barrel and wax 
and grease at 28 cents a 100 pounds, compared with the regular 
tariff rates about 15 per cent higher. 

A spokesman for the steamship conferences defended this 
policy on the grounds that it tends to stabilize rates on a 
reasonable basis. 

“The rates we offered the shippers,” he said, “were based 
on the cost of service. This is better for the trade than low 
rates today and high rates tomorrow, as stability comes next 
to efficient service in importance. We have no intention of try- 
ing to eliminate outside competition. If we had we would have 
made the rates one-half of the present figures, with the pur- 
pose of making up the loss later. The shipping act of 1916 
prevents this form of competition, and the shipper has the 
right to appeal to the Shipping Board if he thinks the rates 
are unreasonable. The independent competitor has been invited 
twice to come into the conference on the only condition that 
all lines shall be treated equally and that they must ‘play 
ball.’ If we put the rates too high we would invite competition 
from tramp steamers, which are always awaiting an opportunity. 
That is the protection the shippers always have. 

“Shippers also had the option of taking the regular con- 
ference rates. They were not compelled to accept the special 
contracts.” 

Following the recent advance in grain and flour rates, the 
conference lines have fixed a minimum rate on flour of 20 cents 
a 100 pounds to Rotterdam, Antwerp and Amsterdam, 20 cents 
to Hamburg and Bremen for September and October and 22 
cents to the latter ports for November and December. 


N. Y. PORT AUTHORITY PLAN 


The Trafic World New York Bureau 


Replying to the attack made by the Merchant Truckmen’s 
Bureau on the plans of the New York Port Authority for unifi- 
cation of the terminal facilities at this port, DeWitt Van Bus- 
kirk, chairman, has written to Thomas F. Barry, secretary of 
the bureau, suggesting a conference at which the plans can 
be discussed in detail, and pointing out that the Port Authority 
is a non-profit organization with the sole purpose of increasing 
facilities for handling commerce and eliminating undue waste 
in effort. 

“We have never believed,” said Chairman Van Buskirk, “that 
your organization was committed to the continuance of waste- 
ful processes of handling merchandise within the port district. 
We have always assumed that we would have your co-operation 
in eliminating the waste and we are loath to believe that even 
the natural self-interest of the truckmen of New York would 
lead them to any other conclusion than that better, prompter 
and cheaper service for the business men of New York would 
result in more business for them.” 

In answer to specific charges by Mr. Barry that the Port 
Authority is engaged in an uneconomic enterprise, the losses 
of which will be suffered by the taxpayers, Mr. Van Buskirk 
pointed out that the Port Authority will operate like similar 
organizations at.London and Liverpool, relying entirely on pri- 
vate capital for carrying out its plans. 


AMERICAN MERCHANT LINES’ REPORT 


President Palmer of the Fleet Corporation has received a 
report from J. B. Smull, former president of the Fleet Corpora- 
tion and now vice-president and general manager of J. H. Win- 
chester & Co., managing operator of the American merchant 
Lines, the government line between north Atlantic and United 
Kingdom ports, stating that greater progress is being made in 
reducing costs of operation and in obtaining business than was 
anticipated when the company took over operation of the 
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lines three months ago. Mr. Smull said the company was 
steadily reducing the losses per ship in spite of the fact that 
they were in a “bad market.” He said the company was placing 
its vessels on a par with the best the British had to offer and 
that they were meeting the competition of British lines, obtain- 
ing new business from firms that had never used the vessels 
before. President Palmer said this report and a previous one 
from the Consolidated Navigation Company, which operates the 
government line between north Atlantic and certain U. K. ports, 
indicated that consolidation of these services was producing 
good results. 


SHIPS FOR GULF GRAIN EXPORTS 


The Trafic World Washington Burean 


Overriding recommendations of the Fleet Corporation 
against increasing the number of Shipping Board vessels in 
the grain export service from Guif ports, the Shipping Board, 
September 10, instructed the Fleet Corporation to place up to 
ten additional vessels in that service. The following official 
statement was issued by the board: 


The United States Shipping Board at a meeting to-day authorized 
the assignment of additional steamers to assist in the movement of 


grain and, other cargo from Gulf ports to European destinations during 
the next month or six weeks. 


The Fleet Corporation has been instructed accordingly and is at 


present working out plans for making this additional tonnage avail- 
able to the best advantage. 


It is anticipated that the first of these steamers will be available 
to load between the 15th and 30th of September. 


The grain is now selling at a high price and the board members 
feel that by putting in additional vessels to take care of the shipments 
American farmers will be able to realize a maximum profit on this 
year’s crop. 


It was understood that the Fleet Corporation report stated 
that the grain would have to be carried at a substantial loss 
and raised the question of whether additional vessels should 
be put on in the face of the fact that the congressional appro- 
priation to cover losses had been reduced for the current 
fiscal year. 

Fleet Corporation officials were inclined to the belief that 
recent changes in the ocean grain rates had automatically 
corrected a situation at the Gulf ports which resulted in those 
ports recently asking the Shipping Board for additional ships 
to handle grain exports. They pointed out that now the Gulf 
ports were handling practically all the grain that could be han- 
dled via those ports and that ocean rate changes had resulted in 
the Gulf ports not being at a substantial disadvantage with 
the north Atlantic ports. Rates via north Atlantic ports are 
slightly higher than via Gulf ports, but not sufficiently so to 
divert grain traffic from the Gulf ports. 


GRAIN DIVERSION OPPOSED 


The Trafic World New York Bureau 


North Atlantic port officials will hold a meeting in New 
York next week at which final plans will be made for defense 
against the south Atlantic differential complaint, and also pro- 
tests will be lodged with the Shipping Board against its plans, 
recently announced, to divert grain shipments from interior 
states through Gulf ports. 


While the board gave as its purpose that of obtaining larger 
shipments through the Gulf because of the heavy movement 
through Montreal, it is claimed by U. S. north Atlantic ports 
that the first effect of this plan would be to diminish further 
the flow of traffic by way of this section, which is already suffer- 
ing because of the railroad rate advantages held by the Gulf. 

The conference of the North Atlantic ports on this subject 
was initiated by a telegram from Frank S. Davis, manager of 
the Maritime Committee of the Boston Chamber of Commerce, 


to Lynn Bundy, manager of the New York Maritime Exchange, 
as follows: 


Press reports indicate Shipping Board has taken up with the 
Department of Agriculture the question of diverting to Gulf ports 
export grain now moving via Great Lakes from western wheat states. 


Such interference by government authorities in flow_of commerce 


is unparalleled and likely to seriously affect business of North Atlantic 
ports. Providing facts which I am now endeavoring to develop with 
the Shipping Board justify, would you be willing to meet in New York, 


Tuesday of next week, to take appropriate measures to protect North 
Atlantic ports? 


This subject was touched on tentatively at the conference 
of north Atlantic officials in New York last Tuesday, but fuller 
discussion was put over until next Tuesday. 


The contention of New York officials is that this port is now 
unable to compete on equal terms with the south and is at- 
tracting only a small proportion of grain exports despite con- 
siderably lower ocean rates. Attention is directed to the fact 
that the vessels now on berth at the Gulf are unable to handle 
the traffic, and that as a result the Shipping Board has applied 
to the Fleet Corporation for allocation of additional ships for 
the movement. The board is charged with favoritism in that 
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no effort is made to increase shipments through New York as 
the natural gateway to Europe from the interior. 

The joint conference of north Atlantic representatives here 
this week on port differential matters failed to result in a defi- 
nite agreement on a defense to the south Atlantic complaint. 
Steamshipmen were present for the first time since the pro- 
ceedings were initiated before the board. Difficulty is being 
encountered in getting the various ports to unite on a plan of 
defense. The railroad rate situation was not discussed. 


SHIP WAGE COMPARISONS 


The Trafic World New York Bureau 


Comparison of the wages ‘paid to crews of three vessels in 
the Atlantic, West Indies and Pacific trade shows a total 
monthly cost of $948 on a Danish ship, $2,505 on a privately 
owned American steamship, and $2,743 on a Shipping Board 
vessel, all coal-burning, according to a statement issued by the 
American Steamship Owners‘ Association. This difference in 
the wage cost is estimated at 25 to 30 per cent a year on the 
capital investment in the American ships. Vessels of the same 
type and size, 2,100 tons, are used for the comparison. 

“As is, well-known, Scandinavian tonnage is largely em- 
ployed in our West Indian commerce,” said W. L. Marvin, vice- 
president of the association. The comparison affords an under- 
standing of the severity of the competition which has to be 
met in that area by American flag vessels with their greatly 
higher salary and wage rolls. It is to be noted that the mates 
and engineers of the Danish ship in this case receive less than 
one-half of the pay of officers of the corresponding grades on 
the American steamers, and that the wages of A.B.s’ on the 
Danish ship are $31.39 per month as compared with $55.00 per 
month on the privately-owned American ship and 862.50 per 
month on the Shipping Board steamer. A fact of significance 
also is the remarkably small crew of only 24 officers and men 
carried by the Danish steamer. 

“Assuming that the capital cost of each of the three ships in 
this comparison is determined by the price of approximately 
$20 per deadweight ton, which the Shipping Board asks for 
Lake type steamers fit for the West Indian trade, and assuming 
that each of these 2,100 gross ton ships has a total deadweight 
capacity of 3,300 tons, the capital cost of each ship would be 
$66,000. The total pay-roll of the Danish steamer for eleven 
months of full commission in a year would be $10,434.16, of 
the privately-owned American steamer $27,555.00, and of the 
Shipping Board steamer $30,178.50. 

“A wage difference of $17,120.84 per year between the Danish 
steamer and the privately-owned American steamer, and a wage 
difference of $19,744.34 per year between the Danish steamer 
and the Shipping Board steamer, is equivalent to 25.9 per cent 
per annum on the capital cost or capital investment in the case 
of the privately-owned American ship, and 29.9 per cent per 
annum in the case of the government-owned ship.” 


OCEAN BUSINESS IMPROVED 


After a conference with traffic managers of the Fleet Cor- 
poration from San Francisco, New Orleans, Savannah, Norfolk, 
Baltimore, Philadelphia, New York and Boston, W. B. Keene, 
vice-president in charge of traffic, said the reports submitted 
at the conference indicated a general improvement in ocean 
shipping all along the line. The traffic managers were called 
to Washington to go over the conditions in their districts. 


BRITISH SHIPPING BILL ON LABOR 


Trade Commissioner Mowatt M. Mitchell, London, has re- 
ported to the Department of Commerce that the standing com- 
mittee of the House of Commons has passed for third reading 
the merchant shipping bill, thus assuring its passage by the 


House and its entry on the statute books of the country. Con- 
tinuing, he said: 


The purpose of the bill is to give effect to draft conventions 
adopted by the International Labor Conference; it provides for an 
unemployment indemnity for seamen in case of the loss of their 
ship, a minimum age for the employment of trimmers and stok- 
ers, and a compulsory medical examination for children and young 
persons employed at sea. : 

During the discussion preceding its passage for third, read- 
ing several amendments were made, the principal one being to 
exclude from the operation of the unemployment indemnity clause 
the crews of profitsharing fishing boats. 

In the clause which provides that no young person shall be 
employed on a ship in any capacity unless medically certified as 
fit for that employment, an exemption has been introduced in 
the case of a ship in which only members of the same family 
are employed, thus eliminating from the operation of the bill 
numerous small coastal sailing vessels and fishing boats. 

The minimum age for persons employed -as_ stokers and 
trimmers, with certain exemptions, has been fixed by clause 2 
at 18 years. One exemption provides that, if and when it is not 
possible to obtain a person over 18 for the purpose, a person of 
16 may be employed; but two persons of that age must not be 
employed to do the work of one over 18. 

The board of trade pointed out that it would be glad to make 
the minimum age for stokers and trimmers 18 with no excep- 
tions and to prohibit the employment of children and young per- 
sons entirely, but that British shipping, coming into competition 
with the shipping of southern and eastern countries where young 
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persons attained physical maturity earlier than those of British 
birth, should not be hampered too far in its efforts to maintain 
cheap working costs and hence low transportation rates, 

Similar legislation, in accordance with the Internationa] 
Labor Conference recommendations, has already been enacted by 


Bulgaria and Esthonia, and other European countries are ex- 
pected to follow suit rapidly. 


CONSOLIDATION OF SERVICES 


The Shipping Board has received a report from Joseph E. 
Sheedy, vice-president of the Fleet Corporation in charge of the 
European office, with respect to the Black Diamond-Cosmopoli- 
tan consolidation case. Mr. Sheedy made a special investiga- 
tion of the two lines while abroad recently. 

The Shipping Board will take up the Black Diamond-Cos- 
mopolitan consolidation case September 16 with a view to 
settling the controversy at that time. The Black Diamond and 
the Cosmopolitan operate Shipping Board vessels between north 
Atlantic and Continental ports. President Palmer of the Fleet 
Corporation recommended elimination of the Black Diamond 
as an operator and consolidation of the services under the 
Cosmopolitan. The Shipping Board approved the recommenda- 
tion, but thereafter the matter was reopened. The House in- 
vestigating committee, while abroad, said it had developed in- 
formation the board should have in disposing of the case. Fleet 
Corporation officials have supported the original recommenda- 
tion that the services be consolidated under the Cosmopolitan. 

The Shipping Board has granted a request of the Mallory 
Transport Lines, Inc., for a hearing in the matter of that line 
being eliminated as a Shipping Board operator as the result of 
the consolidation of services to Mediterranean ports. The 
hearing will be held September 15. The services involved 


were allocated to A. H. Bull & Company and the Export Steam- 
ship Company. 


TEN YEARS OF CANAL OPERATION 


The Panama Canal completed 10 years of operation at the 
close of business on August 14, 1924, having been open to com- 
merce on August 15, 1914. In the 10 years of operation, 25,620 
commercial vessels and 2,271 United State government vessels, 
exclusive of craft in the service of the Panama Canal, have 
transited the Canal. The 25,620 commercial craft carried 110,- 
917,951 long tons of cargo through the Canal and paid tolls to 
the amount of $100,534,619.73. 

A summary of traffic through the Canal in 10 years of 
operation is shown in the following tabulation, listing the num- 
ber of vessels, the Panama Canal net tonnage, cargo tonnage, 


and tolls collected; this tabulation lists only vessels paying 
tolls: 


No. Panama 
of Canal net Cargo 

Period from— vessels. tonnage. tonnage Tolls 
August 15, 1914 to 

Aageust 14, 2915.... 1,311 4,560,774 5,861,785 $5,171,757.53 
August 15, 1915 to 

August 14, 1916.... 729 2,310,408 2,973,206 2,251,433.60 
August 15, 1916 to 

August 14, 1917.... 1,854 5,904,580 7,132,694 5,753,156.87 
August 15, 1917 to 

August 14, 1918.... 2,051 6,487,214 7,431,495 6,365,203.54 
August 15, 1918 to 

August 14, 1919.... 2,027 6,198,874 6,981,996 6,286,927.82 
August 15, 1919 to 

August 14, 1920.... 2,580 8,905,818 9,839,918 8,965,342.42 
August 15, 1920 to 

August 14, 1921.... 2,860 11,527,138 11,330,400 11,247,739.05 
August 15, 1921 to 

August 14, 1922.... 2,790 11,788,742 11,522,018 11,532,596.85 
August 15, 1922 to 

August 14, 1928.... 4,272 20,283,394 21,210,962 18,975,189.06 
August 15, 1923 to 

August 14, 1924.... 5,146 25,756,132 26,633,477 23,985,272.90 


Total, 10 years....25,620 103,723,074 110,917,951 100,534,619.73 


Of the 25,620 commercial transits in the 10-year period 
nearly 11,000 were transits of vessels of United States registry. 
These vessels carried nearly half of the total cargo and paid 
about 45 per cent of the total tolls.. 

The average cost of a ton of cargo through the Canal for 
the 10-year period, total commercial traffic being considered, 
was about 90 cents a ton. 





PARCEL POST REGULATION 


Paul Henderson, Second Assistant Postmaster-General, has 
issued the following: 


The attention of senders of parcel-post packages to Peru should 
be called to the fact that such packages must be accompanied with 
consular invoices duly certified by a Peruvian consul. Such consular 
invoices should be inclosed in the packages to which they relate, and 
a copy thereof sent direct to the addressee. 

In case of a consignment of several packages sent by one sender 
to one addressee at one time, only one consular invoice need be fur- 
nished, which may be inclosed in any one of the packages. Such 
package should be marked, for instance, “No. 1. Consular invoice 
inclosed” and the balance of the packages comprising the consign- 
ment, ‘‘Consular invoice inclosed in package No. 1 


W. Irving Glover, Third Assistant Postmaster-General, has 
issued the following: 


Attention is renewed to the failure of some postmasters to see 
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that previously used postage stamps, special delivery stamps, address 
labels, etc., are removed from reused mailing cartons, boxes, and other 
containers before they are again accepted for mailing, causing much 
embarrassment and serious confusion in the mails. This is particularly 
true with respect to containers used for mailing motion-picture films 
and laundry mailing cases. All postmasters are, therefore, again 
enjoined to give this matter the most watchful attention and be 
careful not to accept any more receptacles for remailing unless the 
previously used postage stamps, address labels, etc., are first removed. 
Patrons should be advised accordingly. 


U. S. GAINS IN SHANGHAI SHIPPING 


Tonnage of American vessels entering and clearing the port 
of Shanghai is on the increase, according to the following report 
received by the Department of Commerce from Consul General 
Edwin S. Cunningham, Shanghai, China: 


The total tonnage of vessels entering and clearing the port 
of Shanghai in 1923 was 29,530,835, as compared with 27,770,044 
in 1922, and with 22,686,647 in 1921. 

An increase in tonnage was registered from each country 
except for ships flying the British, Norwegian, and Danish flags. 


The amount of shipping controlled by the four principal na- 
tions remained at very nearly the same percentage as in 1922 
and was distributed as follows: British, 36.99 per cent; Japanese, 
26.08; Chinese, 18.14; American, 10.63. ; . 

In shipping from Shanghai to the Pacific coast of the United 
States and Canada, the United States still maintains first place, 
with British shipping second, as follows: American, 45.2 per cent 
(1,797,218 tons); British, 31.87 per cent (1,267,445 tons); and 
Japanese, 20.3 per cent (807,299 tons). In the coast and river 
traffic of China, however, United States ships are a negligible 
quantity, handling only 1.8 per cent of it in 1923. i 

Shanghai stands among the first four or five ports in the 

- The United States share in the 
shipping activity of Shanghai has steadily increased during the 
last few years ,and with the establishment of two round-the- 
world services and the extension of two other American lines to 
the Orient, American vessels are destined to be of still greater 
importance. 


BOARD APPROVES NAME 


The Shipping Board has approved the name “Yankee Line” 
for the government freight service operated by Rogers & Webb 
between north Atlantic ports and Hamburg and Bremen. 


HELPING THE PILFERER 

“Advertising on packages helps the pilferer by making it 
easy for him to select his loot,” says the transportation division 
of the Department of Commerce. “The thief must work rapidly 
to avoid detection. He has no time to waste on plain packages 
whose marking does not reveal their value, but he finds both 
invitation and opportunity in the package covered with adver- 
tising. Too few buyers are reached by such advertising to 
make it worth while. Why invite the pilferer to pick out your 
goods?” 


POSITIONS. WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as foilows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point dye: payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD. 418 South Market Street, Chicago. Il. 

















ducting cases before the Commission, including the preparation of 
pom treme etc. Address ‘‘RBS,’ care Traffic World, Chi- 





POSITION WANTED—Chicago wholesale Coal Office. Traffic 
Managér small department or assistant large. Six years’ experience, 
all kinds of coal traffic work. Al references. Address Box 703, care 
Traffic World, Chicago, Il. 





WANTED—Position as traffic manager or assistant with indus- 
trial or commercial] organization. Six years industrial experience, 
three years with commercial body. Familiar with all phases traffic 
work. Address B. P. W., care Traffic World, Chicago, Illinois. 


POSITION WANTED—tTraffic Man who understands rate con- 
struction, analysis, claims, Interstate Commerce law, procedure before 
the Commission, etc. Two years practical experience. University 
graduate of transportation, three years law training, age 36, 
married. Address S. S., care Traffic World, Chicago, Ill. 











ATTENTION, TRAFFIC MANAGERS—Westbound Intercoastal 
steamship tariffs, showing all class and commodity rates from 
North Atlantic ports to Pacific Coast, via Conference Steamship Lines, 
$5.00 per copy delivered. Address, Intercoastal Steamship Freight 
Bureau, 423 Lissner Building, Los Angeles, California. 








FOR SALE—Traffic Service Bureau, well established, expansion 
unlimited. Tariff file and equipment complete, overhead expense 
reasonable. Excellent Illinois location. Good reason for selling. 
Priced right. Address R. T. G., care Traffic World, Chicago, Il. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Appeal from Dismissal of Cross-Libel Does Not Open Decree on 
Original Libel for Review: 
(Circuit Court of Appeals, Fourth Circuit.) An appeal from 
dismissal of a cross-libel opens the cause for review of all 


- issues arising on the cross-libel, but not that part of the decree 


dismissing the original libel, where libelant has not appealed, 
though the libel and cross-libel were consolidated for conven- 
ience of trial—Baltimore S. S. Co., Inc., vs. Koppel Industrial 
Car & Equipment Co., 299 Fed. Rep. 158. 

Provision in Bill of Lading Limiting Time for Bringing Suit for 

Damage to Cargo Held Valid: 

Provision in a bill of lading requiring suit for damage to 
cargo to be brought within three months after notice of loss 
or damage held reasonable and valid.—Ibid. 

Carrier Held to Have Assumed Risk of Delay in Landing Cargo: 

A contract of a carrier to transport goods to a foreign port 
and there land them, after which they are to be received by the 
consignee, imports no obligation on the part of the owner to 
aid in the landing, and the carrier assumes all risk of loss to 
itself from detention for lack of room or facilities for discharg- 
ing.— Ibid. 

Delay in Discharging Held at Charge of Carrier: 

Where a carrier contracted to land the cargo in a foreign 
port before the consignee was required to accept it, and it could 
have been discharged on the custom house wharf or a bonded 
wharf without payment of duty, the consignee could not be 
required to pay the duty in advance of discharge to enable the 
ship to discharge at an unbonded wharf, and is not liable for 
delay before discharge could be made at a bonded wharf.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Under Common Law Carriers Might Discriminate as to Rates: 
(Supreme Court of Nebraska.) At common law a common 
carrier of goods or passengers was under no obligation to treat 
all persons equally, but might grant one individual an unrea- 
sonably low rate or even carry for him without making any 
charge whatever.—State ex rel. Sorensen et al. vs. Chicago, B. 

& Q. R. Co. et al., 199 N. W. Rep. 534. 

All Discrimination in Express, Telegraph and Railroad Charges 
Not Prohibited by Constitution: 

Section 7, art. 10, of the Constitution of Nebraska, provides: 
“The legislature shall pass laws to correct abuses and prevent 
unjust discrimination and extortion in all charges of express, 
telegraph and railroad companies in this state.” Not all dis- 
criminations are prohibited by this section.—Ibid. 

Purpose of Constitutional Provision that Legislature Shall Pass 
Law Preventing Unjust Discrimination, Stated: 

The provisions of section 7, art. 10, of the Constitution, are 
designed to take away from the common carriers named therein 
the power of arbitrary selection of persons as the objects of 
their favor or disfavor.—lIbid. 

Legislature May Determine Within Reasonable Limits Prefer- 
ences or Discriminations Which Carriers May Lawfully 
Make: é. 

It is competent for the legislature within reasonable limits 
to determine what are proper preferences or discriminations 
which may lawfully be made by common carriers, and, unless 
it is manifest that its action in this respect is a clear violation 
of the Constitution, the courts may not interfere.—Ibid. 
Statute Allowing Special Favors or Preferences Strictly Con- 

strued: 

A statute which allows the granting of special favors or 
preferences to any class of people by common carriers is to be 
strictly construed.—Ibid. . 

Law Adding to Classes Exempted from Restrictive Provisions 
of Free Pass Law Held Not Unconstitutional: 

Chapter 160, Laws 1923, which adds to the classes exempted 
from the restrictive provisions of the “free pass law” min- 
isters of religion, inmates of charitable institutions and char- 
itable workers, is not void as being in violation of section 7, art. 
10, of the Constitution.—Ibid. 
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Law Adding to Classes Exempted from Restrictive Provisions 


of Free Pass Law Held Not Unconstitutional as Local or 
Special Law: 4 


Chapter 160, Laws 1923, operates alike on all persons in the 
same Class within the state, is not a local or special law, and 
is not unconstitutional for that reason.—lIbid. 


Matters Considered in Construing Constitutional Provision that 
Legislature Shall Prevent Unjust Discrimination Stated: 


In construing the quoted section of the Constitution, the 
court will consider its history; the development of the evil 
sought to be restrained by its provisions; that since the enact- 
ment of the “free pass law” the language of the section has 
been construed as to its meaning and scope, and acted upon, by 
the legislature and by the courts, and that a constitutional con- 


vention held since such construction made no change therein.— 
Ibid. 


Dealings Between Shipper and Carrier Held Not to Show Im- 
plied Contract to Collect and Refund Freight Prepaid: 


(Court of Appeals of Maryland.) As to prepaid shipments 
of coal consigned to a coal exchange for account of shipper and 
under regulations of exchange, loaded on ship for account of 
other members, course of dealing between shipper and carrier 
held not to show an implied contract by carrier to collect, from 
those for whose account the coal was so reshipped, the_ freight 
prepaid by the original shipper.—Pennsylvania R. Co. vs. S. M. 
Hamilton Coal Co., 125 Atlantic Rep. 405. 


Implied Contract Binding Carrier Not Inferred from Dealings 
with Shipper and Railroad Administration: 


No implied contract binding defendant carrier could be in- 


ferred from dealings between the shipper and the federal Rail- 
road Administration.—Ibid. 


Where Freight Was Prepaid as Tariff Required, Carrier Bound 
to Deliver Shipment Without Further Exaction: 


Where freight was prepaid as carrier’s tariff required, on 
a shipment of coal consigned to a coal exchange for account 
of plaintiff shipper, with a view of reshhipment for export, the 
carrier was bound to deliver the coal without further exaction, 
and the return of the freight to it by the transshipper was 
entirely voluntary and could not have been enforced.—Ibid. 


Carrier Could Not Agree to Refund Freight Charges. 


As to prepaid shipment of coal shipped to coal exchange 
for export, the carrier could not agree with original shipper to 
repay the freight, as in the event carrier could not collect freight 
from transshipper, it would have furnished free transportation 
in vioaltion of interstate commerce act (U. S. Comp. St., sec. 
8563 et seq.).—Ibid. : 
Contract for Service Not Provided for in Tariff Unenforceable: 

A carrier of freight can contract for no service not provided 


for in its tariff, and if it undertakes to do so the contract is’ 


unenforceable.— Ibid. 












Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter \ 
ystem, published by West Publishing Co., St. Paul, Minn. 


Copyright by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


Railroad Not Liable to Shipper for Loss During Operation by 
Federal Government: 


(Supreme Court of New Hampshire, Hillsborough.) A rail- 
road company is not responsible for loss sustained by shipper 
during operation by the federal government.—Wright vs. Boston 
& M. R. R., 125 Atlantic Rep. 431. 

Time to Sue Limited by Bill of Lading Held Not Extended by 

Federal Control Act: 

Under act Cong. Feb. 28, 1920, sec. 206 (a), being U. S. 
Comp. St. Ann. Supp. 1923, sec. 10071%4cc, limiting the time 
within which suits arising out of federal control of railroads 
may be brought, parties who had lost their rights to sue did 
not have the time extended, and, where a shipper did not sue 
for losses within two years and a day prescribed by a bill of 
lading, his action was barred.—Ibid. 

Whether Bill of Lading in Interstate Shipment Was Legal Is a 

Federal Question: 

Where apples were shipped from one state to another, 
whether the bill of lading limiting the bringing of actions aris- 
ing out of shipment to two years and a day was legal was a 
federal question.—Ibid. 


Two-Year Period Allowed by Bill of Lading for Suit Held 
Reasonable: 
Bill of lading in an interstate shipment, providing that ac- 
tions arising out of the shipment must be brought within two 
years and a day, was reasonable and legal.—Ibid. 





Vol. XXXIV, No. 11 


Constructive Delivery of Cotton Made of Practical Effect by 
Delivery of Compress Receipt to Owner or Consignee on 
Surrender of Original Bill of Lading: 

(Supreme Court of Oklahoma.) The two shipments of cot- 
ton involved in the action on the fire insurance policy in this 
suit moved to the compress at Hobart, Okla., under billing “for 
compression in transit.” In order to give effect to such con- 
tract in a practical manner among all the parties, in relaticn 
to inbound shipments of cotton for compression, constructive 
delivery to the owner or consignee at the compress has been 
substituted for actual or physical delivery. Constructive de- 
livery is made possible and of practical effect by making the 
compress receipt the indicia of ownership, and causing the same 
to be delivered to the owner or consignee of the shipment by 
and through the carrier on surrender of original bill of lading.- 
St. Louis & S. F. Ry. Co. vs. Royal Ins. Co., 227 Pac. Rep. 410. 
Carrier Held Liable for Failure to Deliver Shipments of Cotton: 

The billing under which the shipments moved specified the 
names of the parties at Hobart to be advised of the arrival of 
the cotton. The carrier not having notified such parties in 
order that they might surrender the original bills of lading 
and receive the compress receipts at the time the cotton was 
destroyed by fire on the compress platform, held, the carrier 
had not made delivery to the owner or consignee at the com- 
press at the time the loss by fire occurred, as it had contracted 
to do under the billing on which the cotton moved. Held fur- 
ther that, the carrier having breached its contract for carriage 
and delivery of the cotton to the owner or consignee at the 
compress, it was liable to such parties for failure to so deliver 
the shipments.—Ibid. 

Insurance Company Held to Have Breached Contract of Insur- 
ance: 

The carrier having settled its liability to the owners of the 
cotton for the fire loss, and the fire insurance policy which was 
issued by the defendant to the plaintiff providing that the car- 
rier would be insured against any loss of cotton by fire held 
in custody by the compress company for the carrier until the 
surrender of the bills of lading, held, the insurance company, by 
refusing to pay the carrier for loss in settlement with the own- 
ers of the cotton, breached the policy of insurance sued on 
herein.—Ibid. 

Carrier Held Entitled to Instructed Verdict: 

The parties having submitted the trial of the cause to the 
court on an agreed statement of facts which showed liability 
of the defendant for the amount sued for in the action, the 
carrier was entitled to an instructed verdict therefor against 
the defendant.—Ibid. 

Evidence Held Sufficient to Sustain Judgment for Plaintiff in 
Action by Carrier Against Insurance Company for Reim- 
bursement on Payment of Fire Losses: 

Record examined; held, the record is insufficient to support 
judgment for the defendant, and discloses that the plaintiff is 
entitled to an instructed verdict against the defendant for the 
amount sought to be recovered in this action, with interest 
thereon from the date the carrier settled with the owners.—Ibid. 
Statute Requiring Foreign Corporation to Procure License to Do 

Business Held Not Applicable to Interstate Shipment: 

(St. Louis Court of Appeals, Missouri.) Rev. St. 1919, sec. 
9792, requiring foreign corporations to procure license to do 
business in state, held not applicable to interstate shipment.— 
American Fruit Growers, Inc., vs. Cleveland, C., C. & St. L. Ry. 
Co., 2638 S. W. Rep. 488. 

Carmack Amendment Held Not to Abolish Cause of Action 
Against Delivering Carrier: 

Carmack amendment to the interstate commerce act (U. S. 
Comp. St., sec. 8604a, 8604aa) held not to abolish cause of action 
against the last delivering carrier for damage or destruction 
of goods, such amendment merely creating new liability and 
right against the initial carrier.—Ibid. 

Last Delivering Carrier Presumed Negligent as to Goods De- 
livered in Damaged Condition: 

If an interstate shipment was delivered in good condition 
to the initial carrier, and was damaged when delivered by the 
last delivering carrier, the latter was rebuttably presumed neg- 
ligent, in view of Carmack amendment to the interstate com- 
merce act (U. S. Comp. St., sec. 8604a, 8604aa), providing that 
the amendment shall not deprive the holder of any receipt or 
bill of lading of any remedy or right of action under existing 
law.—Ibid. 

Instruction Held Not to Have Misled Jury in Using Plural Form 
of “Defendant:” 

Where, in shipper’s action against three carriers, plaintiff, 
at close of his case, took an involuntary nonsuit as to two 
defendants, who no longer participated in the action, an instruc- 
tion for plaintiff, unless “defendants” proved that “their” neg- 
ligence did not produce the damage, etc.. held not misleading, 
especially when a mere clerica) error.—Ibid. 

Misdelivery or Delivery to Wrong Person by Carrier Is Con- 
version: 

(St. Louis Court of Appeals, Missouri.) A carrier’s mis- 
delivery or delivery to a wrong person of a trunk and contents, 
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Minneapolis & St. Louis Railroad Company 


ww. H. BREMNER, Receiver 


PROSPERITY OF THE NORTHWEST———— 


The Minneapolis & St. Louis Railroad serves the principal 
grain producing states of the northwest. It is estimated 
that grain crops this year in Minnesota, South Dakota, 
North Dakota and Montana will return to the producer 
230 million dollars more than last year. This insures re- 
newed business activity in all lines. Are you prepared to 
meet the increased business of the northwest ? 





NOOAK, 


For efficient and dependable freight service 
to or from the Northwest ship via the 


M. & ST. L. R. R. 


CHICAGO, ILL., 201 Marquette Bldg., J. R. Shannon, General Agent, 
CINCINNATI, OHIO, 909 Neave Bldg., J. B. Helwig, General Agent, 
CLEVELAND, OHIO, 508 Park Bldg., E. G. Gustafson, General Agent, 
DETROIT, MICH., 514 Free Press Bidg., 1. L. Colborn, General Agent, 
DES MOINES, IA., 4th & Market Sts., G. C. Houk, General Agent. 
INDIANAPOLIS, IND., 526 Merchants Bank Bldg., C. F. Hayes, General Agent, 
KANSAS CITY, MO., 322 Railway ae | Bidg., J. W. Hannum, General Agent, 
MINNEAPOLIS, MINN., Trans. Bidg., Cc. Glenn, General Agent, ihetsedis 
py TRANSFER, MINN., 739 “Pillsbury Ave., T. J. Pewters, Commercial Agent. 

EW YORK, , 25 Broad St., C. E. Harris, General Eastern Agent. 
PITTSBURGH, PA., ” 403 Park Bldg., H. M. Corbett, General Agent, Freight Dept. 
PEORIA, ILL., 306 Lehmann Bldg., 1. T. Redmon, General Agent. 
ST. LOUIS, Mo., 426 Pierce Bidg., H. W. Koch, General Agent. 
ST. PAUL, MINN., 612 Pioneer Bidg., E. C. Davis, General Agent. 
SAN FRANCISCO, CAL., 1054 Monadnock Bidg., E. L. Jones, General Agent, 
SEATTLE, WASH., 752 Stuart Bidg., A. C. Herron, General Agent, 
SPOKANE, WASH., 508 Sherwood Bldg., D. C. Spoor, General Agent, 


‘“‘BETWEEN EAST AND WEST—PEORIA GATEWAY BEST’”’ 


For your convenience the M. & St. L. R. R. maintains offices listed above 


MISSISSIPP! RIVER 


A Ale ‘on 
REIGHT' > 
HOUSE “Se 
SO 


CHICAGO AND 
FREIGH 
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14 Buildings in Downtown Wholesale District for Merchandise Storage 


L. C. L. Shipments via all R. R. Lines without cartage. Insurance rates as low as 17 cents 


SECURITY WAREHOUSE CO0., MINNEAPOLIS 











560 


intrusted to it, is a conversion, though trunk is subsequently 

recovered and delivered, minus the contents, to proper person.— 

Boone vs. Missouri Pac. R. Co., 263 S. W. Rep. 495. 

Carrier After Conversion of Shipment by Wrongful Delivery May 
Not Rely Upon Contract with Shipper as Limitation on 
Liability: 

A carrier, converting an article intrusted to it, by delivery 
to wrong person thereby in effect abandons its contract with 
the shipper and cannot thereafter rely upon the provisions of 
such contract to limit its liability —Ibid. 

Carrier Held Liable for Full Value of Passenger’s Baggage Mis- 
delivered: 

A carrier delivering the baggage of an intrastate passenger 
to the wrong person held liable to the rightful owner under 
Rev. St. 1919, sec. 10449, for its full value.—Ibid. 

Evidence Held to Warrant Finding of Loss of Goods Due to 
Express Company’s Negligence in Transit: 

(Circuit Court of Appeals, First Circuit.) In action against 
express company for failure to deliver goods, evidence held to 
warrant finding that loss was due to defendant’s negligence in 
transit, and question whether notice of claim was filed within 
four months after reasonable time for delivery expired under 
bill of lading was immaterial—American Express Co. vs. Farm- 
ington Shoe Mfg. Co., 299 Fed. Rep. 86. 

Opinion Evidence as to Reasonable Time for Carrier to Deliver 
Shipment, if Error, Held Harmless: : 

Opinion evidence as to reasonable time for delivery by ex- 
press company, if incompetent, in action for failure to deliver, 
was harmless, where it had no relation to question of defend- 
ant’s negligence, on which alone verdict and judgment for 
plaintiff were sustained.—Ibid. 

CARRIAGE OF LIVE STOCK 

Must Furnish Cars Upon Request Within Reasonable Time; 
What Is Reasonable Time to Furnish Cars Is Mixed Ques- 
tion of Law and Fact: 

(Supreme Court of Oklahoma.) Upon request of the ship- 
per of live stock it is the duty of the carrier to furnish cars 
within a reasonable length of time for the carriage of the freight. 
What is a reasonable period of time to provide cars for the 
shipment is a mixed question of law and fact.—Chicago, R. I. 
& P. Ry. Co. vs. Long, 227 Pac. Rep. 389. 

Must Provide Rules Affording Shippers Reasonable Opportunity 
for Loading and Transporting Freight: 

Even though the statute authorizes railroad companies to 
regulate the time and manner for the movement of freight and 
live stock and to prescribe rules therefor, the duty rests upon 
the carrier to provide such rules as will afford shippers reason- 
able opportunity for the loading and transporting of freight.— 
Tbid. 

Burden on Plaintiff to Prove Cause of Action by Fair Prepon- 
derance of the Evidence; Verdict Unsupported by Compe- 
tent Evidence Reversed: 

The burden is on the plaintiff to prove his cause of action 
by a fair preponderance of the evidence. If there is no com- 
petent evidence to support the verdict of the jury it will be 
reversed on appeal.—Ibid. 

Insufficiency of Evidence: 

Record examined; held, the record is insufficient to support 
the verdict in favor of the plaintiff and against the defendant.— 
Ibid. 


FOURTH SECTION REPARATION 


The Trafic World Washington Bureau 


The question of reparation for the shippers under the rule 
laid down by the Commission in the Hudson mule case, on 
account of a disregard of the aggregate of intermediates, is on 
its way to the Supreme Court of the United States. Edgar 
Watkins and Mac Asbill, attorneys for the complainants in 
J. W. Patterson et al. vs. Louisville & Nashville et al., have 
taken an appeal to the Circuit Court of Appeals for the fifth 
circuit, from the trial court, which sustained a demurrer, thereby 
technically disposing of a suit for the recovery of reparation, 
based on an award made by the Commission. The case was 
filed in the northern district of Georgia, northern division, be- 
cause the carriers and the Director-General refused to pay the 
reparation awarded by the Commission, in two decisions. The 
Commission’s last decision was reported in 74 I. C. C. 419. In 
that decision it said the additional testimony brought in by the 
Director-General did not warrant it in modifying its original 


finding that the shippers of horses and mules were entitled to 
reparation. 


General demurrers were filed by the Director-General and 
the carriers, claiming the award of reparation was beyond the 
Commission’s power, under the findings of fact shown in its 
decision. In addition the Director-General claimed he was not 
subject to the fourth section nor liable for attorneys’ fees and 
interest. 

In their brief in support of the appeal to the circuit court, 
Messrs. Watkins and Asbill go into a close study of the history 
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of the fourth section and the decisions of the Commission there. 
under. They claim that had there been no amendment to the 
fourth section in 1910 the shippers certainly would have been 
entitled to reparation and would have been abie to collect it. 
The 1910 amendment, they pointed out, made the section 
stronger than it had been by saying that every rate in excess 
of the aggregate of intermediates was unlawful. Prior to the 
amendment rates of that kind were by the statute unjust and 
unreasonable. After that amendment, in addition, Messrs. Wat- 
kins and Asbill pointed out, they became, in addition, unlawful. 

In the course of their argument they pointed out the car. 
riers and the Director-General relied, in the court below, and 
probably would in the higher court, upon two cases that in- 
volved the long-and-short-haul part of the fourth section. They 
were Portland Seed Company, 264 U. S. 403, and Pennsylvania 
Railroad Company vs. International Coal Company, 230 U. S. 
184, and similar cases. In addition, they said, the cases relied 
upon originated in the courts and were not based upon findings 
of the Commission. Such differences, they said, clearly dis- 
tinguished them from the one at bar. 

The judge in the lower court took language from the deci- 
sion to indicate his belief that the railroads had filed a fourth 
section application, which had the effect of suspending the 
through rates in excess of the aggregate of intermediates. They 
flatly denied the assumption that the Commission had power 
to suspend the aggregate of intermediates part of the fourth 
section. They admitted that the Commission, if it had ever 
suspended that part of the section, of which they could find 
no record, nor could Secretary McGinty of the Commission, 
might save the carriers from the penalties of the criminal sec- 
tion of the interstate commerce law, but it could not deprive 
the shipper of his right to reparation. 

As to the contention of the Director-General that the Port- 
land Seed Company case decided that the fourth section did 
not apply to him, Messrs. Watkins and Asbill said that if his 
contention had been sustained by the Supreme Court, no opin- 
ion of the court would have been necessary, other than one 
saying that the section was inapplicable. The court, they pointed 
out, did not say anything so direct and simple as that. 


LUMBER SHIPMENTS 


Reports to the National Lumber Manufacturers’ Association 
from 366 of the larger commercial softwood mills of the coun- 
try for the week ending September 6 indicate that the lumber 
industry, while not keeping up with the recent expansion of 
new business and shipments, is in those respects about on par 
with the corresponding period of 1923. As compared with the 
pfeceding week, there was a slight decrease in production and 
considerable decrease in orders (new business) and shipments. 

The unfilled orders of 249 Southern Pine and West Coast 
mills were 583,079,463 feet, as against 561,057,417 for 244 mills 
the week before. Separately, 130 Southern Pine mills had un- 
filled orders of 238,040,674 feet, as against 247,860,212 feet the 
week preceding; 119 West Coast mills had unfilled orders of 
345,038,789 feet, as against 313,197,205 feet for 114 mills a week 
earlier. 

For the 366 comparablv reporting mills, last week’s ship- 
ments were 95 per cent and orders 93 per cent of actual pro- 
duction. For the Southern Pine mills’ by themselves these per: 
centages were 103 and 90, respectively; and for the West Coast 
group 100 and 112. 

Of the foregoing mills, 345 have a determined normal pro- 
duction for the week of 216,700,471 feet, according to which 
actual production was 93 per cent, shipments 90 per cent, and 
orders 89 per cent of normal production. 

The following table compares the national lumber move- 
ment as reflected by the comparably reporting mills of seven 
regional associations for the three weeks indicated: 


Corresponding Preceding week 


Past week week. 1923 1924 (Revised) 
DEE tavccs's cavnrcwe Keucusan 366 379 351 
MIMEEIN ies, 5:c.5'5-0" ears evens 217.889,755 240,618,880 219,995,202 
ee once ME 206,282.326 196,981.749 233,340,796 
Orders (new business)...... 201,858,957 202,575,155 221,732,820 


The following figures compare the reported lumber move- 


ment for the first thirty-six weeks of 1924 with the same period 
of 1923: 


1924 
1923 


Production 
Hanae Re weston ayeaets wraps sam 8,368.351,631 
ileh ausbc ard ch ane peansvene ond-crecolornerne 8,771,921,401 


403,569,770 


Shipments 
8,311,237,449 
8,846,831, 206 8,289,070,085 


535,593,757 232,508,957 


On account of the fact that the California White & Sugar 
Pine Association mills do not make weekly comparable reparts 
in respect to orders with those of other mills, they are not 
represented in any of the foregoing figures. Thirteen of these 
mills, representing 34 per cent of the cut in the California pine 
region, reported last week’s production as 15,311,000 feet, ship- 
ments 11,657,000, and orders 9,563,000. The reported cut was 
a little larger, as also with shipments, than for the week before. 
while new business fell off about 15 per cent. 


Orders 
8,056.561,128 
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Joint Service With 


Hambuarg-American Line 


NEW YORK TO HAMBURG 


*RELIANCE .......... Sept. 16 *THURINGIA .......... Oct. 2 
+tCLEVELAND ........ Sept. 20 *ALBERT BALLIN ....Oct. 4 
tSMOUNT CLAY ..... Sept. 27 cw Oct. 11 
*RESOLUTE .......... Sept. 30 PREEAANCE 2. .cccceves Oct. 14 


§ Via Halifax 


¢Cabin and 3rd Class Passengers. *ist, 2nd and 8rd Class. 
Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


ADALIA (via Baltimore and Hampton Roads)........... Sept. 25 
ODENWALD (via Baltimore and Hampton Roads)........ Oct. 16 
LEGIE (via Baltimore & Hampton Roads)................ Nov. 6 


BALTIMORE TO BREMEN AND HAMBURG 


ADALIA (via Hampton Bends)... 0.0... ccccccccccccccccce Oct. 1 
ODENWALD (via Hampton Roads)...................000:- Oct. 22 
eee Nov. 12 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 


ee ee ee 


ae i i aa calehatah eect aainialiaie 


pe Se a ae TT CTE ERLE eee 
eect os —— — Bs 


ik tincieiiccnsetsnsgemeacewans First half of September 


President Grant—One of the five sister ships—showing cargo handling fac! ties aaa dinate leiala cae Last half of October 


especially des.gned for rapid handling from lighters on both sides of vessel. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Perts. 


Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 





eee eee © ‘Los Angeles Harbor, San Francisco 
cece coc seercececseos eos pt. 

PRESIDENT MADISON ..................... Oct. 1 Portland, meee, rane . 

PRESIDENT JACKSON....0...vssssesees =— bo patinere Now Work Seva 
Direct Freighter Service MONTICELLO’ \.....-.-. 7 ee ae 









Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 





Japan, Shanghai, ine, Taku Bar, Tientsin 



















Roi ier oe cirig a cdecaiaianinemaaes Sept. 17 Through bills of lading issued to Hawaiian Islands, transshipment 
WHEATLAND MONTANA .................- Oct. 15 at Los Angeles Harbor without transfer charge, also to all ports 
Ce oie cicisire itidia-a,0sewie seem eoeers Oct. 31 of California, Oregon, Washington, British Columbia, Alaska and 


the Far East. 
Also Regular Sailings Direct to Foochow, Amoy, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 W. Adams S8t., Phone 
Randolph 7739. 
New Yerk—32 Broadway, Phone Broad 0580. 












General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 







Boston—177 State Street. CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
Philadelphia—101 Bourse Building. 

Detroit—Dime Bank Building. BRANCH OFFICES: 

San Francisco—Robert Dollar Building.  wiectvinwcseewsecreoonewuseeens Hearst Tower Bldg. 
Les Angeles—429 Pacific Electric Building. PITTSBURGH........ a peweemaewad 4128 — Arcade Bidg. 
Portland—101 Third St., Cor. Stark. 260 eee eieee does ouw sen eeleenl 1 Mitchell Bidg. 
Seattle—409 L. C. Smith Building. SAN FRANCISCO......... paweassuenes Ciheireen me California St. 





L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRALORIENTAL [INF 7 =e 








SAN FRANCISCO........cccccccecccceees ees 
U.S. SHIPPING BOARD 


TRANS - PACIFIC SERVICE 
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Personal Notes | 


T. B. Smith has been made superintendent of the Durham 
and Southern, at Durham, N. C. D. Lumpkin has been appointed 
general freight and passenger agent at the same point, and 
J. S. Cureton has been made traffic manager at Greenfield. 

C. B. Lucas has been appointed general freight and pas- 
senger agent of the Piedmont and Northern, at Greenfield, N. C. 
J. S. Cureton has been made traffic manager at the same point. 

L. Beindorff has been appointed general agent of the Union 
Pacific at Omaha. 

Following the adoption of plans for expansion of the 
Spanish-Cuban service to include Vera Cruz and New Orleans, 
the Red Star Line, a subsidiary of the International Mercantile 
Marine Company, announces the appointment of Julian A. Hall, 
of its New York staff, as manager of its Cuban office. 

The Industrial Shippers Service, Inc., of Detroit has taken 
over the traffic bureau of Work and Fretz, of that city, and the 
Ontario Traffic Service, Ltd., Windsor, Canada. This consoli- 
dated service is now located in increased space at the office of 
the Industrial Shippers Service, Inc., Detroit. 

O. R. Bromley has been made freight traffic manager of 
the Michigan Central at Detroit; W. C. Douglas hasbeen ap- 
pointed assistant freight traffic manager at Chicago; E. W. 
Brunck has been made general freight agent at Detroit; and 
James Finaly, assistant general freight agent at the same point, 
all effective September 15. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago held a special [uncheon Septem- 


ber 12, in harmony with the spirit and purpose of “Defense 
Day.” 











The Association of Railroad and Steamboat Agents, of 
Boston, will hold a Halloween Party October 31. The party will 
be given to afford all the members of the association who took 
the Saguenay River trip in June to hold a reunion. 





The Birmingham Traffic and Transportation Club held its 
regular monthly luncheon and meeting September 8. Dr. F. 


W. Barnett, of the editorial staff of the “Birmingham News,” 
was the speaker. 





The Central Traffic Club will meet in the rooms of the 
Traffic Club of Chicago October 7. A program of talks and other 
ntertainment has been arranged. 4c: 4 Daa. 2 


“~ . 





The Little Rock Traffic Club held its regular monthly 
luncheon September 8, in accordance with its new plan of 
meeting every second Monday in the month. 





The Traffic Club of the Brooklyn Chamber of Commerce 
will hold its first regular meeting of the fall season September 
19. Phillip L. Gerhardt, vice president of the Bush Terminal 
Co., will be the speaker. 





The Philadelphia Traffic Golf Club will hold its next tourna- 
ment at the Sancon Valley Country Club September 17. 





The Traffic Club of St. Louis will hold its first regular 
meeting of the fall season September 22, and will meet weekly 
thereafter. The club will give its annual dinner the first Tues- 
day in December. The feature of the fall activities will be a 
drive to get 150 new members gefore that time. 





The Traffic Club of Richmond held its first fall meeting 
September 8. A program of discussion of the James River 
improvements was postponed. 


J. A. Curtin has been made chairman and E. J. Lennart, 
vice chairman, of the traffic, transportation and waterways 
bureau of the Chamber of Commerce of Ft. Wayne, Ind. 








INTERLOCKING DIRECTORATES, ETC. 


Alex C. Johnson has been permitted to hold the position 
of vice-president of the Chicago, St. Paul, Minneapolis & Omaha 
a Company in addition to positions previously author- 
zed. 

James B. Tate has been authorized to hold the positions 
of purchasing agent of the Chicago & Calumet River Railroad 
Company and Pittsburgh, Allegheny & McKees Rocks Railroad 
Company. 

Thomas: M. Schumacher has been authorized to hold the 
office of director with the Colorado & Southern Railway Com- 
pany and Tucson, Phoenix & Tidewater Railroad Company. 

Lyman Delano has been authorized to hold the position of 
director of the Columbia, Newberry & Laurens Railroad Com- 
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pany in addition to numerous other positions previously author. 
ized. 


GOLTRA BARGE CASE 


The Trafic World Washington Burcay 


Under a decision by Judge Faris, of the federal court at 
St. Louis, Edward F. Goltra, formerly Democratic national com- 


- mitteeman, will have an opportunity to operate the fleet of 


four towboats and nineteen barges which he obtained from the 
government under a contract entered into in 1919 between New- 
ton D. Baker, Secretary of War at that time, and himself. 

Judge Faris, according to advices received by the Inland 
Waterways Corporation of the War Department, held that the 
fleet must be placed in service within a reasonable period of 
time, indicating that, if it was not, the court would appoint 
a receiver to take charge of it. The court also asked for a 
report as to the present condition of the fleet, which has been 
tied up for months at St. Louis. 

The proceedings before Judge Faris grew out of seizure by 
War Department officials of the fleet in 1923. Goltra took the 
matter to court and the government was ordered to return the 
fleet to Goltra. The government appealed to the Supreme Court 
of the United States and obtained an order permitting it to 
use the vessels. Later, however, the Supreme Court sustained 
the jurisdiction of Judge Faris in the matter and since that 
time the vessels have been inactive. 

In a decision just given by Judge Faris, the court held that 
the government officials had exceeded their powers under the 
contract in 1923 when they seized the fleet, and criticized them 
for such action. He granted a temporary injunction against 
Secretary Weeks and other officials of the War Department, 
prohibiting them from interfering with Goltra in the use of the 
fleet. 

The equipment involved was built as the result of the war- 
time operations of the government in connection with plans 
for development of waterway service. It was delivered to 
Goltra in July, 1922, and, under the contract, it was to be in 
his possession for five years. : 

The towboats and barges cost approximately $3,000,000, but 
are said to be worth much less at the present time. Criticism 
of the terms of the Goltra contract has been made. In part 
the contract provides as follows: 


The net earnings above operating expenses and maintenance shall 
be turned over to the Secretary of War, at least every 90 days, for 
deposit to the credit of the Secretary of War in a special account, 
until such time as said net earnings shall equal the cost of the fleet, 
plus interest at 4 per cent * * * . Within three months prior to 
the expiration of the lease, or of any period of renewal, a board of 
three persons shall be appointed, to appraise the value of the fleet at 
that time, and the lessee (Goltra) shall be given the option of purchas- 
ing the fleet. f 

If the funds turned over to the Secretary of War and deposited by 
him shall equal the full cost of the fleet, plus interest at_4 per cent, 
then in case of the exercise of said option by the lessee (Goltra), said 
funds shall be applied to payment in full for the fleet, and any net 
earnings over and above the amount required shall be paid to the 
lessee (Goltra). If the funds shall be less than the full cost, plus 
interest, but greater than the appraised value, the funds shall be 
applied to payment at the appraised value, and any amount in excess 
of the appraised value shall be retained by the Secretary of War for 
the use and benefit of the United States; and the fleet shall become 
the property of the lessee (Goltra). If the funds shall be less than 
the appraised value, such funds shall be applied to payment so far 
as they shall reach, and the lessee shall pay (in a manner specified 
in another section) the balance of the appraised value. 


Provision also was made that non-compliance with the terms 
of the contract would justify termination of the lease and return 
of the property to the government. The contract required Goltra 
to operate the fleet as a common carrier on the Mississippi and 
its tributaries. The government attempted to seize the prop- 
erty on the ground that Goltra had not compiled with the terms 
of the contract. Officials of the inland waterways division of 
the War Department desired possession of the equipment to 
supplement that now in service on the Mississippi. 


SHIPPERS DISCUSS TRANSIT DAMAGE 
The Traffic World New York Burea 


Officials of large import organizations and transportation 
companies will meet in New York at the offices of the New York 
Board of Trade & Transportation September 17 to seek a rem- 
edy for the damages now caused to goods in transit by the 
careless use of\hooks in handling baled shipments. The fol- 
lowing organizations will take part: The National Council ol 
American Importers & Traders, the National Association of 
Importers of Hides and Skins, the Tanners’ Council of Amer- 
ica, the Shellac Trade Association, the American Spice Trade 
Association and the Green Coffee Trade Association. 

It is declared by these officials that the damage resutling 
from careless handling by truckmen and longshoremen runs 
into large sums annually, and that united efforts are necessary 
to minimize the evil. Co-operation of stevedores and foremen 


will be sought. A committee representing the various organ- 


izations is now working on a plan of procedure. 
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ALBANY, W. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 








SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


| De aes Oe. ae Oe ie 


MANUFACTURERS WAREHOUSE CO. 


1716 West Lafayette Boulevard 


Commercial and Bonded Warehouse 


‘“‘Let Us Solve Your Distributior. Problem’’ 
Centrally Located to All Railroads and Boat Lines 





Petry Express & Storage Co. Inc. 
TRENTON, N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 








Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.=—C. W. C.--Minn. W. A. 





Merchandise Storage and Pool Car 
Ciag's nd Koos ces Distribution 
CROOKS TERMINAL WAREHOUSES 


KANSAS CITY, MO. 


2,000 CAR LOAD 
CAPACITY 


CHICAGO, ILL. 
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A. C. Rice Storage Corp’ n, ELMIRA, N. Y. 








DO YOU WANT A BETTER POSITION? 


THE TRAFFIC PROFESSION is vitally in 
need of ambitious men who are TRAINED in 
the actual use of Tariffs, Classifications, Com- 
mission’s Publications, etc. 


WE TRAIN BY THE ONLY TRUE 
PRACTICAL METHOD 


Fall Semester opens September 15. Resident training by 
mail available at any time. Phone Harrison 8650 for 
information or write f.r our new catalogue. 


COLLEGE OF ADVANCED TRAFFIC 
608 South Dearborn 


CHICAGO Harrizon 8650 


AKRON | COLUMBUS 
( wy, d FOR a STATES 
DISTRIBUT! ERCHANDISE 


MERCHANDISE WAREHOUSES 
Lecated best te serve as your warehouse Pool car 


deer delivery. 
TheitLlLe COTTER WAREHOUSE Company 
Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 













cndPennayiente From the Hub 


Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 
Served by Erie«-Lackawanna—Pennsylvania—Lehigh Valley 


Pool-car distribution, and seicdieatines for storage. 





OF OF NET® 


JOS. STOCKTON TRANSFER CO. 


1020 South Canali St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


TAN 
ee 
[WAREHOUSES 


COMPLETE SERVICE 


Shipping, Storing and Moving Household Goods and 


Merchandirce of All Kinds 
BROKER’S OFFICES NOW AVAILABLE 


“Ask the Man Who Uses Our Service” 


The Los Angeles Warehouse Company 


316 Commercial Street Phone Trinity 9431 
LOS ANGELES, CALIF. 








MANSFIELD 





KENT STORAGE COMPANY 


GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 


MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 
EIGHT WAREHOUSES—300,000 SQUARE FEET 
Located in Michigan’s Jobbing Centers. Main Offices: GRAND RAPIDS, MICH. 
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JULY OPERATING RESULTS 


Class I railroads representing a total mileage of 235,725 
miles had operating revenues totaling $481,296,200 in July, 
according to reports for the month compiled by the Bureau of 
Railway Economics from returns filed by the carriers with the 
Interstate Commerce Commission. In its monthly analysis of 
the returns, the Bureau said: 


This was a decrease of $54,714,400 or 10.2 per cent under the 
same month last year. Operating expenses totaled $369,711,000, a 
decrease of $45,037,000 or 10.9 per cent under those of July, 1923. 

Class I railroads in July had a net operating income of $74,027,- 
600, compared with $84,866,400 in July last year or a decrease of 
$10,838,800. In June, 1924, the net operating income was $65,528,960. 

The net operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before inter- 
est and other fixed charges are paid. 

The net operating income of the Class I railroads for the first 
seven months this year totaled $465,616,601, which was at the an- 
nual rate of return of 4.07 per cent on their property investment, 
compared with $531,712,590 or 4.83 per cent for the same period 
last year. i 

Earnings by districts for the first seven months with the 


percentage of return on property investment on an annual basis 
follows: 


New England Region ............ $ 17,932,630 3.58 per cent 
Great Lakes Region.............. 96,086,515 4.95 per cent 
Central Eastern Region........... 99,161,466 4.16 per cent 
Pocahontas Region ......ccccccccee 25,686,828 5.30 per cent 
Total Eastern District........ 238,867,439 4.50 per cent 
Total Southern District....... 77,021,619 5.21 per cent 
Northwestern Region ............ 36,461,435 2.39 per cent 
Central Western Region......... 76,173,352 3.59 per cent 
Southwestern Region ............ 37,092,756 3.73 per cent 
Total Western District....... 149,727,543 3.22 per cent 
United States.......... i, alate $465,616,601 4.07 per cent 


Class I carriers operating at a loss in July totaled twenty- 
seven, of which ten were in the Eastern district and seventeen in 
the Western district. In June there were thirty-eight roads which 
had operating deficits. : 

It is interesting to note in connection with the earnings for 
the first seven months this year the fact that while freight traffic 
showed a decrease of approximately 10 per cent for that period 
compared with the corresponding period last year and total operat- 
ing revenues showed a decrease of 7.8 per cent, operating ex- 
penses decreased 7.6 per cent. 

One reason for this decrease in operating expenses was a 
reduction of $108,172,000, or more than 8 per cent, in maintenance 
expenses for the first seven months this year, compared with the 
corresponding period last year. For the month of July alone, 
maintenance expenses amounted to $172,435,400, a decrease of 
$25,925,000, or 13 per cent under the amount expended for that pur- 
pose in July last year. 

For maintenance of way alone there was a reduction in July 
this year of $3,447,000, or 4.5 per cent, compared with July, 1923, 
while the reduction in expenditures for maintenance of equip- 
ment in July, compared with the same month last year, amounted 
to $22,478,400, or 18.4 per cent. 

Carriers in the Eastern district had a net operating income in 
July of $37,468,860, compared with $48,313,100 in July last year. 
Freight traffic in the Eastern district in July, according to incom- 
plete reports, was nearly 20 per cent under the corresponding 
period last year. Operating revenues of the Eastern carriers 
totaled $239,248,450, a decrease of 14.4 per cent under July the 
year before. Operating expenses totaled $183,151.870, a decrease of 
14.1 per cent under the same month last year. Class I carriers in 
the Eastern district earned in the first seven months this year 
$238,867,439 of net operating income, compared with $291,974,000 
in the corresponding period last year. 

Class I carriers in the Southern district in July had a net 
operating income of $8,806,600, compared with $7,708,460 in July 
last year. Freight traffic on the Southern roads in July decreased 
more than 9 per cent under the same month last year. Operating 
revenues of the Southern carriers in July totaled $59,711,900, a 
decrease of 4.9 per cent under the same month last year, while 
operating expenses totaled $47,330,470, a decrease of 7.6 per cent, 
compared with July, 1923. The net operating income for the Class 
I roads in the Southern district for the first seven months this 
ross was $77,021,619, compared with $77,624,750 in the same period 
ast year. 

Carriers in the Western district, according to complete reports, 
except from the Arizona Eastern railroad, had a net operating in- 
come in July of $27.752,100, compared with $28,844,800 for the same 
month last year. Freight traffic in the Western district showed a 
decrease of approximately 6 per cent under July, 1923. Operating 
revenues of the Western carriers totaled $182,335,800, a decrease of 
5.9 per cent under July last year, while operating expenses totaled 
$139,228,700, a decrease of 7.4 per cent. Class I carriers in the 
Western district in the first seven months this year had a net 
operating income of $149,727,543, compared with $162,113,750 in 
the same period last year. 


REVENUE FREIGHT LOADING 


In the week ended August 30 the railroads loaded 1,020,339 
cars of freight, according to the car service division of the 
American Railway Association. 


Officials of the car service division expected the railroads to 
reach the million mark the last week of September, but, as 
indicated, that result was obtained in the last week of August. 

The loading of the week ended August 30, of course, estab- 
lished the record for any week to date in 1924. It exceeded 
the loading of the previous week by 38,091 cars. In the cor- 
responding periods of 1923 and 1922 the loadings ‘totaled 1,092-, 
150 and 923,806 cars, respectively. 

As compared with the week ended August 23, loading of 
grain and grain products in the week ended August 30 increased 
from 61,613 to 68,837 cars; coal from 159,814 to 168,584 cars; 
coke from 7,229 to 7,841 cars; forest products from 69,138 to 
69,252 cars; ore from 48,313 to 48,921 cars; merchandise, L. C. L., 
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from 243,873 to 247,151 cars, and miscellaneous from 358,031 to 
377,350 cars. 


The only decrease in loading reported was that for live 
stock, which decreased from 34,237 to 23,403 cars. 

Loading by districts the week ended August 30 and for the 
corresponding period of 1923 was as follows: 


Eastern district: Grain and grain products, 11,273 and 9,480; live 
stock, 3,086 and 3,865; coal, 42.602 and 56,124; coke, 1,818 and 3,691; 
forest products, 5,167 and 6,227; ore, 5,048 and 7,108; merchandise, 
L. C. L., 67,887 and 68,308; miscellaneous, 99,382 and 100,843; total, 
1924, 236,263; 1923, 255,646; 1922, 223,475. . 

Allegheny district: Grain and grain products, 3,880 and 3,581; 
live stock, 3,037 and 3,191; coal, 43,973 and 61,569; coke, 3,761 and 
6,420; forest products, 3,428 and 3,848; ore, 8,800 and 13,730; mer- 
chandise, L. C. L., 51,040 and 49,178; miscellaneous, 84,507 and 91,224; 
total, 1924, 202,426; 1923, 232,741; 1922, 196,523. 

Pocahontas district: Grain and grain products, 244 and 325; live 
stock, 222 and 217; cgal, 33,629 and 29,777; coke, 219 and 630; forest 
products, 1,624 and 2,172; ore, 60 and 217; merchandise, L. C. L., 6,879 
and 6,644; miscellaneous, 5,026 and 5,201; total, 1924, 47,903; 1923, 
45,183; 1922, 30,057. 

Southern district: Grain and grain products, 4,312 and 4,077; live 
stock, 2,017 and 2,010; coal, 20,793 and 25,550; coke, 823 and 1,215; 
forest products, 23,199 and 23,841; ore, 1,321 and 1,712; merchandise, 
L. C. L., 39,270 and 39,481; miscellaneous, 48,471 and 39,408; total, 
1924, 140,206; 1923, 137,294; 1922, 114,716. : 

Northwestern district: Grain and grain products, 22,301 and 
17,376; live stock. 7,735 and 9,466; coal. 6,758 and 9.577; coke, 714 and 
1,476; forest products, 15,620 and 19,930; ore, 29,947 and 51,939; mer- 
chandise, L. C. L., 30,371 and 31,341; miscellaneous, 38,471 and 41,383; 
total, 1924, 151,917; 1923, 182,488; 1922, 155,043. 

Central Western district: Grain and grain products, 21.077 and 
14,952; live stock, 13,006 and 15,467; coal, 15,274 and 18,046; coke, 
345 and 348; forest products, 11,402 and 12,098; ore, 3,307 and 3,089; 
merchandise, L. C. L., 36,493 and 36.594; miscellaneous, 66,737 and 
66,911; total, 1924, 167,641; 1923, 167,505; 1922, 150.628. 

Southwestern district; Grain and grain products, 5,750 and 4,808; 
live stock, 3,300 and 4,425; coal, 5,555 and 5,935; coke, 161 and 190; 
forest products, 8.812 and 9,037; ore, 438 and 398; merchandise, L. 
Cc. L., 15,211 and 15,188; miscellaneous, 34,756 and 31,312; total, 1924, 
73,983; 1923, 71,293; 1922. 53,364. ° 

Total, all roads: Grain and grain products, 68,837 and 54.599; 
live stock, 32,403 and 38,641: coal, 168.584 and 206,578; coke, 7,841 and 
13,970; forest products, 69,252 and 77,153; ore, 48.921 and 78.193; mer- 
chandise, L. C. L., 247,151 and 246,734; miscellaneous, 377,350 and 
376,282; total, 1924, 1,020,339; 1923, 1,092,150; 1922, 923,806. 


Cumulative loading for 1924, including that of the week 
ended August 30, totaled 31,556,611 cars, as against 33,155,456 
and 27,607,701 cars in the same period of 1923 and 1922, re- 
spectively. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars totaled 231,677 
in the period August 23-31, inclusive, while the average daily 
shortage was 274 cars, according to the car service division 
of the American Railway Association. The surplus represented 
a decrease of 26,594 cars as compared with the preceding period 
while the shortage represented an increase of 84 cars. 

The surplus was made up as follows: Box, 80,614; ventilated 
box, 847; auto and furniture, 7,693; total box, 89,154; flat, 4,878; 
gondola, 44,750; hopper, 66,504; total, coal, 111,254; coke, 3,366; 
S. D. stock, 9,315; D. D. stock, 2,919; refrigerator, 9,803; tank, 90; 
miscellaneous, 898; total, 231,677. 

The shortage was made up of 196 box, 10 auto and furniture, 
10 flat, 32 gondola, 2 hopper, and 24 D. D. stock cars. 

Canadian roads reported a surplus of 22,700 box, 900 flat, 
1,700 S. D. stock and 725 refrigerator cars, and no shortage. 


FINAL VALUE REPORT 


The Commission, in valuation docket No. 191, Southern 
Railway Company in Mississippi, 84 I. C. C., 253-76, in which it 
considered the protest of the company lodged against the ten- 
tative valuation, has set down the final value of the property of 
the company, owned and used for common carrier purposes at 
$4,470,534, as of June 30, 1915. It has set down the final value 
of the property used but not owned, as of the same date, at 
$194,511. 

In its protest the company claimed a value of $6,948,549. 
The tentative value of the property owned and used for com- 
mon carrier purposes was placed at $4,470,534. 

Since the valuation date, the Commission said the reports 
of the company showed a net decrease in the value of the property 
wholly owned and used, between July 1, 1915 and December 31, 
1923, of $454,227.65. The Commission also said the name of the 
company, since the valuation date had been changed, first to 
Columbus and Greeville Railroad Company and then to Colum- 
bus and Greeville Railway Company, which, it said, was the 
present operating company. 





TENTATIVE VALUATION PROTESTED 


The Louisiana Southern Railway Company has filed a pro- 
test with the Commission against the tentative valuation report 
covering its property, averring that the final value of $800,000 
fixed by the Commission is much less than the true value 28 
of June 30, 1918, the date of valuation, and that the value is 
not less than $1,175,271 as of that date. 
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GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


Concrete Construction. 
Absolutely Fireproof. Sprinkler Risk. 
Lowest Warehouse Insurance —— in State. 

Track Capacity, 25 Car 
Latest and Best Equipment for ieendiing. 


General Merchandise Storage 


Cartage Facilities. 
High Grade Service Guaranteed. 
Negotiable Warehouse Receipts Issued. 
‘ool Car Distribution. 










) 


Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 














Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


Cy HS) S 
Ss 7. 
WAREHOUSES WITH SERVICE 


1,500,000 SQUARE FEET 
at 














Medern Firepreof Warehouse Space im Los Angeles and at the Pert 
of Los Angeles 


Free and U. 8. Customs Bonded Sterage 
Imsurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 


Special equipment for the proper handling of various commodities 
Steamer Space boeked when requested 








We cam serve you im some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Bonded for $100,000.00 


UNION TERMINAL WAREHOUSE CORPORATION 
SHATTUCK & NIMMO WAREHOUSE COMPANY 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 
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OMAHA, U.S.A. 
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The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 


OR 
MERCANTILE STORAGE WAREHOUSE CO. 
OMAHA, NEBRASKA 

















Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of a 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
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HELL GATE ROUTE HEARING 


The Trafic World New York Bureau 


The Port Authority of New York will hold a hearing next 
Monday on the dispute between the New York Central and the 
Pennsylvania over the use of the Hell Gate Bridge route. Offi- 
cials of the New York Central, the New Haven and the Penn- 
sylvania will appear to testify on the question as to whether 
the Central should be allowed to make use of the Hell Gate 
bridge. 

The Chamber of Commerce of Queens Borough, New York 
City, recently filed a petition asking that the New York Central 
be allowed to deliver shipments to Long Island by this route, as 
during the war, in an effort to relieve congestion. 

A conference was held by a sub-committee of the Port 
Authority with officials of the three railroads, but no agreement 
could be reached on the charges to be made. The Pennsylvania, 
which .constructed the Hell Gate route jointly with the New 
Haven, to give both an entrance to Long Island, demanded a 
greater division of the rate than the New York Central was 
willing to pay. The Long Island traffic of the latter is now 
handled by lighters and car floats. 

The Pennsylvania is reluctant to share its advantages in 
Long Island traffic, which has been growing steadily. The Hell 
Gate route not only results in considerable economies by elimi- 
nation of car floats but provides quicker deliveries. 


RATES ON CHEESE 


The rates on cheese from points in Wisconsin to points in 
Arkansas, Louisiana, Texas and Oklahoma are attacked in 
consolidated dockets, I. and S. 2116 and 15880, Armour and Co. 
et al. against the Abilene Southern et al., and 15880, Sub-No. 1, 
Wilson & Co. et al. against the Abilene Southern et al., heard 
before Examiner Shanafelt, at Chicago, this week. The I. and 
S. docket concerns the proposed cancellation of the commodity 
rates on cheese and the formal cases charge unjust and un- 
reasonable rates on cheese in carload shipped in the territory 
involved. 

R. G. Fyfe, chairman of the Western Classification Com- 
mittee, testified that, as far back as he could go in the records, 
it was found that cheese had been shipped third class in car- 
loads, and that this was true generally throughout the country. 
He said he believed that since the classification had been so 
long in effect, it seemed to be just and reasonable, particularly 
when it was known that the prices of cheese had advanced 
considerably in that time, adding to the value of the com- 
modity carried. Moreover, he said, he considered the classifi- 
cation reasonable in view of the high degree of perishability 
and the low minimum weight applied on shipments. 

G. H. Nelson, in charge of the Santa Fe refrigerator service, 
said the equipment needed to carry cheese was more costly 
and meant a greater investment on the part of the roads than 
was involved in ordinary shipping. He testified that cheese 
was damageable by heat, by .contamination and by absorption 
of foreign substances, and that, to offset these, greater care 
had to be taken in preparing equipment. He said the move- 
ment of cheese was not great, compared with other perishables 
such as vegetables, that the shipments were scuttered and con- 
sisted of usually one car at a time. 

J. R. Baker, for Armour & Co., testified as to the bearing 
and paying of charges on all the shipments involved in the 
formal complaint. He said the company had plants at Marsh- 
field and Neenah, Wis., and shipped from most of the producing 
points in that state to points in the territory involved. He said 
that the rate on the commodity, prior to 1921, was third class 
in carloads, but that, after that date, shipments were taxed 
with second class rates, when in L. C. L. amounts. He then 
introduced a number of exhibits showing the growth in popula- 
tion in the destination territory, the increased shipments, com- 
parisons of the rates and revenue at present with those pro- 
posed by the carrier and those proposed by Armour and Co. 

J. R. Baker, of Armour and Company, explained the rate 
proposed by that company on cheese from points of origin in 
Wisconsin to destinations in Arkansas, Louisiana, Texas and 
Oklahoma. He said they desired a rate of fifth class, carloads, 
to points in Oklahoma, Arkansas and parts of Louisiana, and, in 
the latter state, a rate slightly in excess of fifth class to a few 
points. In Texas, he said, the proposed rate was arranged 
according to groups; for destinations in and around Houston, 
a rate of 13 cents a hundred over the rate to Fort Worth was 
desired, and to destinations in and around San Antonio, a rate 
was planned 18 cents a hundred over the Fort Worth rate. To 
arbitrary points of destination, a flat rate of fifth class was 
asked on cheese in carloads. 

W. W. Manker, for Armour and Company, testified as to the 
methods of transporting cheese. He told of the processes of 
refrigeration necessary, saying that in the winter months cars 
were not iced, and that the rest of the year, they had an initial 
icing and were iced once every 48 hours thereafter. He com- 
pared the amount of icing necessary with that given fresh meats, 
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poultry, butter, and eggs, tending to show that cheese needed 
less. In his opinion, there was no justification for the full 
third class rate on cheese. He believed the rate and classifi- 
cation too high. 

He told of the change that was taking place in Wisconsin, 
from a state of cut-over timber lands to one having a large 
number of dairy farms. These farms would increase greatly, 
he said, if the farmers could be sure that their product would 
not be handicapped by the high freight rate. He said he be- 
lieved it worked against the roads’ own good for them to keep 
the rate at the present high level. 

G. F. Ford, for Swift & Company, testified as to the bearing 
and paying of freight by his company and, as to the sources of 
the cheese, that it moved into the southwest. He also told of 
the volume of movement and the methods of icing, which did 
not differ greatly from those described previously. He intro- 
duced exhibits comparing the prices, past and present, on 
cheese and comparisons of cheese with other dairy products. 

R. R. Hargis, for Wilson & Co., testified as to the manner 
of his company’s handling cheese into the southwest and then 
dwelt particularly on the history of the cheese rate adjustment 
in that territory. 

F. M. Elkinton, for the Wisconsin Cheese Dealers’ Asso- 
ciation, put a number of cheesemakers on the stand. They 
told of the conditions of the industry in relation to their own 
experience in Wisconsin. 

H. A. Triebel, for the Missouri Pacific, first gave an ex- 
planation of the attempt by the carriers to cancel the com- 
modity rates into the southwest. He said the Commission had 
thought it desirable to remove all fourth section violations in 
that territory and that the carriers had decided the best way 
to do that was to increase the rates to the more distant points 
and reduce it to the intermediates. The result not only affected 
cheese, but all other commodities. He compared the move- 
ment of cheese with other dairy products, tending to show that 
of cheese comparatively small and, therefore, resulting in a 
greater operating cost. : 

S. G. Nethercott, of the Northwestern, J. R. Timme, of the 
Milwaukee, and J. P. Waley, of the Frisco, testified as to the 
rate situation with relation to the roads they represented, and 
entered further testimony and exhibits tending to justify the 
present rates. 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal continued to improve in the 
final week of August and nearly reached the eight-and-three- 
quarter-million ton mark,” the Geological Survey says in its 
current weekly coal report which continues in part as follows: 

The total output is estimated at 8,733,000 net tons, an increase 
of 420,000 tons, or 5 per cent. Approximately a million and a 
quarter tons were added to the weekly rate of output. during 
August, but despite this increase, the rate remains considerably 
below that of all other recent years except 1921, when the in- 
dustry just started recovery from acute depression. 





Tra sTo00 
Week ended September 1, 1923. ........cccccccccccccccee : ; 

Week ended September 2, 1922. .....ccccccccccccvescsece 9,688,000 
Weel Ged Awmeust B7,. TOSL onc ccccvccvvcccvecessvecces atte 
Week ended August 268, 1920... ccccscvccvvcseccvcesese 11,644,00 
WeGlt GNOCE AUGER FE TITS ooo ccc cicerisecccvcwceecees 10,605,000 
Weele Ged AUGUSE ST, TOTS... 6 oie ccicescecsvsineeccceceve 12,517,000 


The Labor Day holiday was, widely celebrated, and according 
to preliminary telegraphic reports of car loadings, counted as 
about one-fourth of a full-time Monday. Work was resumed 
promptly on the following day, but the loadings were not quite 
equal to those of the preceding Tuesday. 

Production of soft coal during the first 206 days of the 
calendar year 1924 was 294,629,000 net tons. In the six’ preceding 
years it was as follows: 


YEARS OF ACTIVITY YEARS OF DEPRESSION 


| re 391,426,000 net tons ot 305,569,000 net tons 
oe 359,602,000 net tons re 266,806,000 net tons 
ph) 366,349,000 net tons 1928. cc rrces 239,553,000 net tons 


Thus it is seen that from the viewpoint of the production 
of soft coal, the year 1924 stands 21 per cent behind recent years 
of activity and 9 per cent ahead of the years of depression. 

Preliminary estimates place the production of anthracite in 
the week ended August 30, at 1,720,000 net tons, an increase of 
9,000 tons. Compared with the corresponding week a year ago, 
when the mines were shut down one full day by the strike called 
on September 1, there was a decrease of 173,000 tons. The out- 
put in the corresponding weeks of other recent years was as 
follows: 


aaeiavewm oa: 6 1,893,000 net tons 1921.........1,800,000 net tons 
36,000 net tons I eo. ceinisvelere 1,868,000 net tons 


There was an appreciable gain in the all-rail movement of 
bituminous coal into eastern New York and New England during 
the last week of August. Reports to the American Railway As- 
sociation from the carriers serving that territory show that 
2,721 cars were forwarded across the Hudson, an increase of 3.46 
cars or almost 14 per cent. Anthracite shipments totaled 2,582 
cars, against 2,471 cars in the week before. Despite the improve- 
ment, the present rate of bituminous movement is 39 per cent 
less than it was a year ago, and the anthracite movement is 31 
per cent less. 

Tidewater business at Hampton Roads was somewhat im- 
proved in the week ended August 30. As reported by the railroads 
with dumping facilities at that port, the total quantity of soft 
coal handled was 365,634 net tons, an increase of 21,745 tons. 
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The improvement was due largly to an increase of 26,530 tons 
in shipments to the “other coastwise” trade. Exports and cargoes 
consigned to New England decreased slightly. In the correspond- 
ing week a year ago, 388,853 tons were dumped. 

Dumpings of soft coal at the lower lake ports continues to 
improve steadily. According to reports of the Ore and Coal Ex- 
change 933,868 net tons were dumped in the week ended August 
31. In comparison with the preceding week, this was an increase 
of 84,122 tons, or nearly 10 per cent. Of the total dumpings, 883,- 
304 tons were cargo coal and 50,564 tons were vessel fuel. In 
= corresponding week last season, dumpings totaled 1,040,879 
ons. 

Cumulative dumpings of cargo coal to the end of August 
stood at 13,042,782 tons, a decrease of about 31 per cent from the 
record for the corresponding period last season. Compared with 
the average of the last 4 active years—1919-1923, excluding 1922 
—there was a decrease of 16 per cent. 

Shipments of anthracite up the lakes from Buffalo declined 
to 97,878 tons in the week ended August 31. Dumpings at Erie 
recovered somewhat and totaled 19,206 tons. The total dumpings 
—117,084 net tons—showed a loss of 10,958 tons. Cumulative 
shipments now total 2,191,401 tons, a decrease of about 5 per cent 
when compared with those in 1923. 


UNCONTESTED FINANCE CASES 

The Chicago, Rock Island & Pacific has been authorized 
to issue $5,000,000 of five-year 5 per cent secured gold notes to 
be sold at not less than 97% per cent of par and accrued inter- 
est, to pledge $7,500,000 of first and refunding mortgage 4 
per cent gold bonds as collateral security therefor and such 
additional amount of bonds as may be necessary to- maintain 
the value of securities pledged equal at all times at market price 
to not less than 120 per cent of the aggregate face value of 
the notes outstanding, and to pledge as substitute collateral 
for an equal amount of said first and refunding mortgage bonds 
not exceeding $1,520,000 of Rock Island, Arkansas & Louisiana 
first mortgage 4144 per cent gold bonds and $1,250,000 of St. 
Paul and Kansas City Short Line 4% per cent gold bonds to be 
guaranteed as both principal and interest by the -applicant. 

The Pittsburgh, Fort Wayne & Chicago and the Pennsyl- 
vania have been authorized to construct an extension of a line 
of railroad in Stark and Columbian counties, Ohio. 

The Minnesota Western Railroad Company has been author- 
ized to acquire and operate a line of railroad in Hennepin, Car- 
ver, McLeod, Meekqer and Kandiyohi counties, Minn., formerly 
belonging to the Electric Short Line Railway Company, and to 
issue $1,500,000 of preferred stock, and $135,000 of first mortg- 
age 6 per cent 30-year gold bonds in connection with the re- 
organization of the Electric Short Line Railway Company. 

The Commission has approved the application of the Balti- 
more & Ohio seeking authority to issue $75,000,000 of 5 per cent 
first mortgage bonds and to sell them at not less than 95% per 
cent of par and accrued interest, the proceeds to be used in the 
retirement of prior lien bonds. 


FINANCE APPLICATIONS 


The Bangor & Aroostook has applied for authority to issue 
$128,000 of promissory notes to the American Locomotive Com- 
pany in connection with the purchase of four locomotives at a 
cost of $160,000. 

The Winston-Salem Terminal Company has applied for 
authority to issue $3,000 of capital stock and $800,000-of 5 
per cent first mortgage gold bonds in connection with acquisi- 
tion of land and construction thereon of a modern union pas- 
senger station and other terminal facilities in Winston-Salem, 
N. C., for use by the Norfolk & Western, Southern and Winston- 
Salem Southbound. The bonds have been sold, subject to ap- 
proval by the Commission, to Clark, Dodge & Co. of New York 
at par and accrued interest. 

The Montana, Wyoming & Southern Railroad Company has 
applied for authority to issue eight promissory notes in the sum 
of $4,505,64 each to the Mount Vernon Car Manufacturing Com- 
pany in connection with the purchase of twenty-five coal cars. 

The Chicago, Rock Island & Pacific has applied for authority 
to guarantee an issue of $3,760,000 of 5 per cent equipment trust 
certificates and to sell the certificates at a price of 98 and in- 
terest to the applicant to Freeman & Co. of New York City. 

The Texas & Pacific has applied for authority to issue in 
lieu of a note previously held by the Director-General of Rail- 
roads notes aggregating $4,400,000, bearing 6 per cent interest. 
The Director-General sold his note to Kuhn, Loeb & Co., and 
the notes to be issued by the Texas & Pacific will take the 
place of that note. The carrier also asked permission to pledge 
as collateral for the new notes $5,500,000 of its general and 
refunding mortgage 6 per cent gold bonds. 


BLOCK SIGNAL STATISTICS, ETC. 


A tabulation of statistics pertaining to block signals and 
the telegraph and telephone for transmission of train orders, 
issued by the Bureau of Safety of the Commission, shows that 
the total length of railroad in the United States operated under 
the block system on January 1, 1924, was 105,901.6 miles. Of 
this total, 41,537.1 miles of road were automatic and 64,364.5 
non-automatic. As compared with January 1, 1923, there was 
an increase of 1,471.5 miles in the length of road operated by 
the automatic block system and an increase of 1,286.3 miles 
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of road operated by the non-automatic block system. There 
was an increase of 3,499 miles in the length of railroad line 
on which the telegraph was used for the transmission of train 
orders and an increase of 3,009 miles in the length of railroad 
lines on which the telephone was used for the transmission of 
train orders. 


CROSSTIES AND POLES PURCHASED 


The Department of Commerce announces that, according to 
data collected by the Bureau of the Census, in co-operation with 
the Forest Service, Department of Agriculture, 135,976,117 cross- 
ties were purchased by steam and electric railroad companies 
in 1923, as compared with 123,766,000 (estimated) in 1915 and 
135,053,000 in 1911. 

The number of poles purchased in 1923 by steam and elec- 
tric railroads, electric light and power companies, and com- 
mercial telegraph and telephone companies was reported as 
3,060,794, the corresponding figures for 1915 and 1911 being 
4,077,964 and 3,418,020, respectively. No attempt was made to 
obtain reports for 1923 of purchases by the small rural telé- 
phone lines, of which there are approximately 56,000 in the 
United States, but which probably purchase very few poles. 





ACQUISITION OF TELEPHONE PROPERTY 


The Bell Telephone Company of Pennsylvania and the Mor- 
rison’s Cove Telephone Company have applied to the Commis- 
sion for approval of the sale of the property of the latter at 
Blair, Pa., to the former. 

The Bell Telephone Company of Pennsylvania and the Bed- 
ford-Fulton Telephone Company have applied for approval of 
the sale of the property of the latter in Bedford county, Pa., to 
the former. 





NEW ENGLAND CAR DEMURRAGE 


The report of the New England Demurrage Commission for 
July, 1924, shows 229,117 cars reported, with an average detin- 
tion of 1.53 days and 87.2 per cent of cars released in free time. 
The demurrage assessed was $116,362. In July, 1923, there 


were 250,172 cars reported, with an average detention of 1.60 
days and 85.2 percent of cars released on free time. 
murrage assessed was $172,225. 


The de- 
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No, 15910, Sub. No. 1. 
& A, et al. a ate! 
Attacks as unjust, unreasonable, prejudicial and discriminatory 
freight charges assessed on various L. C. L. shipments of lubri- 
cating oil from Jacksonville, Fla., to various Georgia destinations 
between August 1, 1922, and June 21, 1923, both inclusive. Asks 
cease and desist order, June 21, 1923, both inclusive. Asks cease 


and desist order, just, reasonable and non-discriminatory rates 
and reparation. 


. 15963. Sub. No. 7. Wood River Roller Mills et al., Wood River, 
Neb., vs. Union Pacific et al. : 

Fixcessive, unjust and unreasonable rates on grain and grain 
products from points in Nebraska to Brooklyn, N. Y., and to 
points in Iowa, Missouri and Illinois. Asks reparation. 

+ ae carne, Timms & Co., New York City vs. C. & N. 

- et al. 

Unjust and unreasonable rates on canned peas from Bloomer, 
Wis., to New York, N. Y. Asks reparation. 


- 16166. Cumberland Cedar Works et al., Shelbyville, 
Nashville, Chattanooga & St. Louis et al. 

Unjust and unreasonable rates on carload shipments of cedar 
wood pencil slats from Shelbyville and Christiana, Tenn., to Sa- 
vannah, Ga., for export, because joint commodity export rate of 
58% cents was charged instead of joint commodity rate of. 36 
cents applicable from Huntsville, Ala., to the same destination. 
Asks reparation. 


. 16167. Loose-Wiles Biscuit Co. et al., 
Fe et al. 

Excessive, unjust and unreasonable rates on carload shipments 
of bi-carbonate of soda and mixed carload_ shipments of bi-car- 
bonate of soda and sal soda, originating at Wyandotte. Mich., and 
Syracuse, N. Y., and delivered to complainants at Kansas City, 
Mo., complaint being made against the fifth class rates from 
Mississippi River crossings to Kansas City. Asks order condemn- 
ing as unreasonable rates in the past from Mississippi River 
crossings to Kansas City, when originating east of the Indiana- 
Illinois state line, in so far as such rates exceeded a rate of 25.5 
cents on bi-carbonate of soda subsequently established, and con- 
demning for the future rates on mixed carload shipments of bi- 
carbonate of soda and sal soda in so far as the present rate ex- 
ceeds a rate of 25.5 cents and reparation. 

. 16168. J. R. Johnson Hide Co., Wichita, Kan., vs. Santa Fe et al. 

Charges in violation of Sections 1, 3 and 4 of the act on green 
salted hides from Ardmore and Altus, Okla., to Wichita, Kan. 
Asks reparation. 

. 16169. The Paterson Parchment Paper Co., Passaic, N. J., V5: 
Erie et al. : 

Unjust and unreasonable rates and charges on seven carloads 
of vegetable parchment wrapping paper and wrappers, printed 
and unprinted, from Dundee, N. J., to Chicago and St. Louis. 
Asks reparation. 

. 16110, Sub. No. 1.—Fruen Grain Company, Oldham, S. D., vs. C. M. 
& St. P. et al. 

Unjust and unreasonable rates on grain shipments from points 
in South Dakota to points in South Dakota, Montana, Minnesota, 
North Dakota and Nebraska. Asks reparation. 


Digest of New Complaints 


Gulf Refining Co., Pittsburgh, Pa., vs. A. B. 


Tenn., VS. 


J 
Kansas City, Mo., vs, Santa 
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ULF LI 


DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
—— — of baby de issued “4 Gulf Ports to Hawaii, Australia, New 

East Indies, for Transshipment at San Francisco. 


— ~ of lading frem Pacific Coast Ports to Mexico, Cuba, Porto 
Rice, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. New York City 








TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf S ervice 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


TO 
LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


ee a eee Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port N k Termi 
Taeghene thie alee 5 Senne ‘St. "New ‘York Ciry 
Telephone Rector 00: 


General Agencies: 


Bocumest, ag Chicago, Cleveland, Dallas, Fort Worth, Los Angeles, Minneapolis 
Pensacola, Pittsburgh, Port Newark, San Antenio, San Francisco 
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Atlantic - Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore Philadelphia New York 
Sept. 13 Sept. 17 Sept. 20 
Sept. 20 Sept.24 Sept. 27 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 
San Francisco Los Angeles 
SANTA MALTA.... Sept. 13 ‘Sept. 15 
SANTA BARBARA. . . Sept. 20 Sept. 22 
THEREAFTER EVERY WEEK 

tage is phd Ps, riiaeten as an! Qe Sa 
Zone, Havana (Eastbound), Baltimore (Eastbound), Norfolk and New York 
FARES to Los Angeles or San Francisco, FIRST CLASS, $250 and up 


PANAMA SERVICE 
Between San Francisce, Les Angeles, Mexico, Central America and Canal Zone 
S.S. SAN JUAN sails from San Francisco September 15 


and sailings about every 22 days 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bidg., Los Angeles, Calif. 


CACIQUE 


Hoge Bidg. Pe Norfol lk, So ao te Fwd. & Stge.C 
uthgate Fw e.Co. 
Baltim Equi table aoe oercinna 630 En; rs Bidg. 
Pittsburgh 410 State ‘Theatre Bldg. Chi . Clark 
Phila delphia 240 Bourse Cincinnati Gwynne B 


Bldg. 
Wilmington, Del., Marine ‘Terminal 


2 | Ship by Water 


“DIFFERENTIAL RATES' RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle, Tacoma and Bellingham 


Baltimore, Norfolk, Philadelphia 


and New York 
SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York — — —— 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront de: with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate tion of freight. A traffic man of long experience 

rela’ to practical traffic 


transporta 
and wide knowledge will answer questions 
problems. We do not desire to take the place of traffic man but to 
help him in his work. 
e right is reserved to refuse to answer in this department any 


question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situa too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


Misdelivery—Liability of Consignor for Additional Charges on 
Shipment Delivered to Wrong Destination 

Pennsylvania.—Question: We tendered a carload shipment 
to the carrier on which the bill of lading read “Destination, St. 
Louis, Mo.,” route “C. B. & Q. to Larimore Switch.” Delivering 
line could not locate any “Larimore Switch” so they forwarded 
the car to Larimore, a designated station about 10 miles more 
distant and taking a higher rate than St. Louis, and are now 
attempting to collect additional freight, representing the ar- 
bitrary over the St. Louis charges, claiming that inasmuch as 
consignee accepted delivery at Larimore they were entirely 
exonerated and were entitled to the published rate regardless of 
their error. If consignee had known at the time that he would 
have to pay a higher rate to Larimore, he doubtless would not 
have accepted it. 

We claim that originating carrier erred in accepting a 
shipment with two destinations thereon; also delivering carrier 
erred in making a reshipment from St. Louis to Larimore 
without a new bill of lading covering the additional move- 
ment. It appears to us that delivering carrier should have 
secured placement instructions from consignee when they could 
not locate Larimore Switch, rather than forward the car to 
Larimore of their own volition. 

Will you kindly advise whether you think the consignee 
or the carrier is responsible for the additional charge? 

Answer: “In accepting a shipment for transportation the 
carrier contracts to make delivery specified in the bill of lading.” 
Butterfield Co. vs. N. O. & N. E., 55 I. C. C. 741. The consignee 
or consignor therefore has the right to demand that proper 
delivery be made. 

“Where injustice and hardship to innocent shippers results 
from unreasonable acts, misconduct or default of carriers in 
failure to make proper delivery of shipments, the shipper is 
entitled to recover from the carrier at fault damages in the 
sum of the actual or fixed, but not more than the reasonable 
costs of making such delivery.” Guyton & Harrington Mule 
Co. vs. L. & N. R. R., 50 I. C. C. 546. “Where proper delivery 
could have been secured by a rail-haul, damages will be denied 
for drayage expense.” Maxey vs. B. & O. S. W., 26 I. C. C. 506. 
But, “where shipper chose for its own convenience to take 
delivery at team tracks of carriers, rather than at its plant, 
which delivery carriers would have effected without additional 
cost, the transportation contract terminated. when the goods 
were given into complainant’s possession, and the failure of 
carriers to make an allowance for draying from team track to 
plant, not found to be unreasonable.” Geisel Mfg. Co. vs. B. & 
EK, ST. C. C.. 136. 


In accordance with the principles enunciated in the above 
cases, you will note that, it is the duty of the carrier to make 
proper delivery; that the shipper has the right thereto and can 
recover for the carrier’s failure so to do. That the carrier 
erred in accepting a shipment the billing of which showed a 
conflict in destination, and it should have secured further in- 
formation from the consignor, we will concede. But in accept- 
ing the shipment at Larimore the consignee, in our apipjon, 
ratified the contract of carriage and in so doing nullified your 
chance of recovery of the additional charges. 


The fact that the consignee “doubtless would not have ac- 
cepted” shipment at Larimore had he known he would have to 
pay a higher rate is not an excuse, for the principle is well 
established that the shipper (and consignee) are charged with a 
a of the rates. Poor Grain Co. vs. C. B. & Q., 12 I. C. 
Cc. 418. 

Liability of Carrier for Alleged Loss of Goods Received by 
Lighter from Steamship 

Canada.—Question: During March last year we purchased 
from a firm of exporters a consignment of Barium Carbonate 
“F. O. B.” a port in the United States. 

This consignment at time of purchase was aboard the steam- 
ship and the importers surrendered shipping documents to the 
lighterage department of “X” Railroad at the port with in- 
structions to pick up by lighter from the steamship 80 casks 
of Barium Carbonate. These were lizhtered to their Lighterage 
Station and transferred. to a car which was. weighed. and bill 
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by ag “X” Railroad to our Ontario plant via “X” and “Y” Rail- 
roads. 

The bill of lading issued by the “X” Railroad reads “0 
casks Barium Carbonate” (no weight specified) with the follow- 
ing exceptions noted on the face of same “36 casks re-coopered” 
which is same as the receipt given by them to the steamship 
company. 

On the arrival at our plant the shipment was found to 
be in a damaged condition due to improper loading, for which 
we filed claim with the “Y” Railroad for loss of 5,208 pounds 
carbonate, this being the difference between the net invoice 
weight and the amount recovered from the car. 

The “Y” Railroad have declined our claim as originally 
filed, acknowledging liability only for 965 pounds, this being 
the difference between the track scale weight of “X” Railroad 
and our individual gross outturn weight. 

While we weighed each cask as unloaded we also weighed 
the car both loaded and empty on our private track scales, 
this weight compared favorably with the “X” Railroad weight 
as per comparison. 


Invoice “X” Railroad Our Track Our Individual 
Weight Track Scale Wt. Scale Wt. Outturn Weight 
Gross ... 68,678 Gross ... 99,000 Gross ... 99,500 Gross ... 63,535 
: Marked Actual 
Tare 3,687 Tare ... 34,500 Tare ... 34,700 Tare .... 3,702 
Pee “aces 65,041 Net...... 64.500 Net ..... 64,800 Net ..... 59,833 


We have taken this matter up with the Importers who 
maintain that while the “X” Railroad receipted for the ship- 
ment as “36 casks re-coopered,” they did not sign for any 
specific weight to the steamship company and therefore would 
be liable for the entire loss. 

We would appreciate if you would give us your opinion in 
this regard or reference to some similar case. 

Answer: It is a question of fact as to whether the carrier 
received from the steamship company more goods than it de- 
livered at destination. 

Unless facilities were available for weighing freight as 
it was received by the carrier’s lighter from the steamship, 
which is not likely, the weighing of car and contents, when 
loaded thereon, would seem to satisfy the obligation imposed 
upon the carrier. 

While the carrier, before receipting to the steamship for 
the goods, might and perhaps should have required a state- 
ment of the weight, this would not have been proof that it 
was receiving that amount. 

If the carrier can show that there was little or no pos- 
sibility of loss of any of the amount received from the steamship 
while the goods were in its possession, the fact that it did not 
give a clear receipt to the steamship would be of evidential 
value to it in sustaining its track scale weights as against the 
allegation by the consignee of loss of part of the goods received 
from the steamship by carrier. : 

The fact that the consignee’s track scale weights closely 
approximates the carrier’s track scale weights is also of eviden- 
tial value to the carrier. 

Furthermore, the fact that the weighing of the individual 
casks offers a greater opportunity for error than when the 
entire number are weighed at one time should be taken into 
consideration. 

The matter resolves itself into a question of fact as to 
whether the carrier received more than the amount evidenced 
by its track scale weights, as apparently verified by the con- 
signee’s track scale weights, when taking into consideration 
the fact that the carrier did not receipt for any specified weight, 
but at the same time did not give a clear receipt to the steam- 
ship. 

Storage—Resulting From Delay in Transportation 


Nebraska.—Question: On December 5th, 1922, we shipped a 
ear of freight from Omaha to Baltimore, for export in care of 
a steamship line at Baltimore which had sailings on December 
19th, 1922, and January 26th, 1923, and February 2nd, 1923. 


The shipment moved from Omaha under GOC permit issued 
by an agent of the delivering carrier into Baltimore. This 
permit was made effective December ist, 1922, and expired 
December 5, 1922. The shipment moved under a _ through 
export bill of lading from Omaha to the foreign destination, and 
while there was nothing shown on the billing as to any pal- 
ticular steamer which the shipment was to make, the GOC 
permit was issued to avoid congestion and allow them sufficient 
time to make one of the steamship company’s boats. 


The shipment did not arrive at Baltimore until December 
26th, seven days after the sailing date of the first steamer, 
and the next boat did not clear until January 26th, 1923, during 
which time storage charges accrued at seaboard at the rate 
of 1 cent per hundred pounds for the first ten days and one- 
half cent per hundred pounds for each succeeding ten days or a 
fraction thereof after the 15 days free time. 

Inasmuch as we made shipment during the time specified 
on the GOC permit we would like to have your opinion as to 
whether or not these demurrage charges can legally be assessed 
and if so if we have any recourse on account of delay in transit. 

Answer: While it seems apparent that the carriers over 
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which the shipment moved can be held liable for the storage 
charges resulting from the failure to transport the shipment 
with reasonable dispatch, assuming that such was the case 
under the circumstances and conditions surrounding the move- 
ment of the car, the remedy must, in our opinion, be sought in 
a court of law and not before the Interstate Commerce Com- 
mission. This for the reason that the action must be predi- 
cated upon the ground that the proximate cause of the injury 
was delay on the part of the carriers over which the ship- 
ment moved, damages from which cause the Commission has 
no jurisdiction to award, its jurisdiction being confined to 
injury resulting from a violation of the Interstate Commerce 
Act. See Reeves Coal Co. vs. Pere Marquette, Unreported 
Opinion 2081; J. C. Blume & Co. vs. Wells Fargo & Co., 15 
I. C. C. 53 (55); Joynes vs. P. R. R. Co., 17 I. C. C. 361 (369); 
Atlas Portland Cement Co. vs. Lehigh Valley R. R. Co., 32 I. C. 
C. 487. 
Damages—Measure Of 

Michigan.—Question: Recently we received a car load of 
sheet steel which was in a damaged condition. Some of the 
sheets were reduced to second grade and some were scrapped. 
In presenting claim for this damage and loss should we Dill 
the railroad company for the invoice price of steel plus the 
rate of freight, as this was bought F. O. B. mill? 

Answer: Where goods intrusted to a carrier for shipment 
are injured through causes for which the carrier is responsible, 
the owner of the goods is entitled to recover the difference 
between the value of the goods at the time and place of de- 
livery in an tfMinjured condition and their value in the depre- 
ciated condition in which they were delivered, less the freight 
charges to the point of destination if they have not already been 
paid R. R. Co. vs. Packing, 244 U. S. 31. 

If, however, in the settlement of a claim the origin value 
is used, freight charges which have been paid on the damaged 
portion of the shipment should be refunded, as the deduction 
of the freight charges from the destination value, where that 
value is used, is based upon the ground that the shipper should 
not have the advantage of the increased value of the goods 
due to the transportation. Conversely, where no benefit accrues 
to the shipper from the transportation of goods, freight charges 
should not be paid thereon by him. 

Return of Goods—Due Diligence by Carriers ReqBired 

Georgia:-—Question: A shipper at point A makes shipment 
via rail to point B, thence to point C via boat. The agent at 
point B=was notified by shipper to return the shipment to point 
A on the arrival at point B. Agent at point B notified shipper 
that shipment had been loaded on boat sailing from that point 
the following day and would be unable to unload shipment 
due to other shipment being loaded behind shipment, but would 
carry shipment to point C and return. Shipment was returned 
from point C on arrival of the boat to A and charges were 
assessed through from point A to point C and return. Should 
shipper at point A pay charges from point B to point C and 
return charges from point C to point B? 

Answer: If, as appears to be the case, the carriers han- 
dling the shipment in question used due diligence in endeavoring 
to comply with your instructions covering the return of the 
shipment prior to its transportation beyond point B, we believe 
that the shipper must pay the freight charges for the haul from 
point B to point C and return. See in this connection G. W. 
Sheldon & Co. vs. Wabash R. R. Co., 38 I. C. C. 569. 


Liability of Carrier for Loss from Tank Car Furnished by 
Shipper 


Pennsylvania.—Question: We shipped a tank car of gas- 
oline from a point in Ohio to a point in Pennsylvania, and after 
car had traveled approximately fifty (50) miles the cap came 
off the steam coil outlet allowing loss of part of the contents. 
The carrier claims no liability for loss stating heater coil inside 
the tank were defective allowing the oil to flow through them 
and permit leakage through the steam coil outlet. The carrier 
made no inspection of the car after it was loaded and states 
further that inspection prior to forwarding would extend only 
to outward condition of car, and that conditions inside the tank 
could not be determined by inspection. 

After the car was unloaded and returned to our plant it 
was thoroughly inspected and the only source of leaking we 
could find was when the caps were removed from the steam 
coils, inlet and outlet, there was a considerable leak at this 
place showing unmistakably that the steam coils were either 
broken off or had a hole in them but when these caps were 
replaced, of course, there was no leak. This car was then 
continued in the trade without any repairs having been made 
or any further leaks developing. 

It is our contention that the loss of oil was not due to 
defect inside the tank but through the loss of cap, and that 
carrier is therefore responsible. We would like to know if 
you know of any case similar to the one in question, also your 
opinion as to our chances of securing redress from the carrier. 

Answer: In order to hold a carrier liable in damages for 
loss of goods from a tank car furnished by the shipper it must 
be shown that the carrier was negligent in its transportation 
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of the goods. Whether or not the carrier was negligent is a 
question of fact. 

If the carrier was not negligent in transporting the car in 
a leaky condition and the loss resulted from a defect in the 
car furnished by the shipper, which defect was not discernible 
by ordinary observation or such inspection as can readily be 
made, the carrier is not liable for the resulting loss. 

It has been held, however, that to relieve a carrier, not 
owning, furnishing, or supervising the loading of a car of oil, 
nor examining it for latent defects, from its common law liability 
for safe delivery of the contents, the burden is on it to prove 
such defect and the reason therefor. See Central of Ga. Ry. 
vs. Chicago Varnish Co., 53 Sou. 832; A. & V. Ry Co. vs. Amer- 
ican Cotton Oil Co., 249 Fed. 311; A. G. S. vs. Morris & Co,, 
249 Fed 312; also American Cotton Oil Co., vs. Davis, 224 Pac. 
23. 

In this connection see the decision in American Cotton Oil 
Co. vs. Davis, 224 Pacific 23, particularly with respect to the 
statement’ on page 24 thereof regarding the function of the cap 
on the outlet valve, insofar as its absence affects the liability of 
a carrier for loss of oil from a tank car’ furnished by the 
shipper. 

We are not advised as to the function of the cap on the 
steam coil outlet, but unless its faulty condition is a recognized 
source of loss, in that it controls the flow of oil from the car 
or that its good condition by reason of its location on the car is 
essential to the retention of the contents thereof, we are of the 
opinion that, under the rule laid down in the case last referred 
to above, no recovery can be had in the present instance. 

Liability of Carrier for Damage to Perishable Goods 

Michigan.—Question: A car of perishables was loaded at 
point A in Florida in February destined to point B in Georgia, 
The car was placed for loading by the carrier without false 
floor racks being placed in car. Upon arrival of the car at 
point B it was diverted to point C in Michigan. The shipment 
arrived at destination about 25 per cent frozen. 

Carriers are bound to provide safe and suitable equipment 
for the merchandise from point of origin to point of destination 
as contracted in the bill of lading. 


By accepting diversion orders on the car, it is our conten- 
tion that the carrier assumed responsibility for the proper han- 
dling of the car at destination and could not devolve on the 


shipper negligence in accepting and loading a car without false 
racks. 


Had the shipment moved from point A in Florida to point C 
in Michigan on a through bill of lading, the burden of proof 
would have been thrown upon the carrier to show that they 
were not negligent in providing unsuitable equipment. 


Are the carriers not responsible for accepting diversion 
orders on this car to pass into a territory where extreme cold 
weather was to be expected at that period of the year? Please 
quote decision supporting your opinion. 


Answer: .While in general it is the duty of a common cal: 
rier to provide and furnish all reasonable and necessary facil- 
ities for the prompt transportation of such goods as it holds 
itself to the public as engaged in carrying, in such quantities 
as might reasonably and ordinarily *be expected to be offered 
for carriage and to exercise such care as is required to protect 
the goods from loss or damage during the transportation, the 
decisions of the courts with respect to the liability of a carrier 
for freezing of perishable goods received for transportation are 
not at all uniform. Certain decisions hold that the carrier is 
liable where goods are frozen owing to its negligence either in 
shipping at a season of the year when a freezing spell might 
reasonably be anticipated, or in not taking care of the shipment 
during freezing weather. Hewett vs. Chicago, etc., R. Co., 63 
Iowa 611; Fox*vs. Boston, étc., R. Co., 19 N. E. 222 (Mass.); 
McGraw vs. Baltimore, etc., R. Co., 41 Amer. Rep. 686; Mich. | 
Cent. R. Co. vs. Burrows, 33 Mich 6; Milton vs. Denver, etc., R. 
Co., 29 Pac. 22 (Colo.); Pierce vs. So. Pac. R. Co., 47 Pac. 874 
Hinton vs. Eastern R. Co., 75 N. W. 373 (Minn.) 
Bevens Bros. vs. A. C. L. 97 S. E. 215. 


Other cases, however, hold that while freezing weather guch \ 
as is likely to cause injury to freight, vegetables, fruit trees | 
and like property, is not deemed an act of God,, the carrier will 
not be held liable for loss from such causes unless by some 
fault or negligence on his part. See Schwartz vs. Erie R. Co. / 
106 S. W. 1188 (Ky.); White vs. Minneapolis, ete., R. Co., 127 
N. W. 544 (Minn.); Calender-Vanderhoff Co. vs. Chicago, ete. | 
R. Co., 109 N. W. 402; Vail vs. Pac. R. Co., 63 Mo. 230; Rezsek / 
vs. Sou. Pac Co., 181 N. Y. S. 117. / 


Another class of cases hold that a railroad by its contract to 
safely carry, does not insure perishable freight against the 
effect of temperature encountered by it during the period ol! 
dinarily required by it for transportation unless the circum 
stances under which the contract of carriage is made are such 
as imply an undertaking to that extent on the part of the 
carrier, of that there are tariff provisions which specifically 
authorize such a contract of carriage. See Brenninson vs. Pa. 
R. Co., 110 N. W. 362 (Minn.); Pac. Fruit & Produce Co. V5. 
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b| No. Pac., 186 Pac. 852 (Wash.); Clements vs. D. & R. G., 219 
. W. 660; Barnes Co. vs. N. A., 173 N. W. 948. 

Whether, in the instant case, the carrier held itself out to 
furnish protection of the nature referred to, under the rate 
charged and the service contracted for by the shipper, is a 
questioned of fact, to be determined from an examination of the 
applicable tariffs and a consideration of the terms of the con- 
tract of carriage entered into between the carrier and shipper. 

We can locate no case which is specifically in point, insofar 
as a reconsignment of perishable freight originally consigned to a 
point located in that part of the country in which freezing 
weather was not to be expected, to a point situated in that part 
of the United States in which freezing weather was to be ex- 
pected at the time of movement is concerned. 

However, there is no reason, as we see it, why the general 
rules, outlined above, should not apply to such a situation. 

A complete and detailed statement of all the facts would 
be necessary to a determination of the liability of the carrier 
in the instant case. 


Receivers—Payment of Debts By 


lowa.—Question: We have a number of claims for over- 
charge rates and loss of material filed against the “A” Railroad 
since that company went into receivership. 

These claims are now over a year old and we have been 
unable to get action on them. Can you advise us how to 
proceed on the above claims or what our rights are in this case? 

Answer: A receiver is an officer of the court through 
whom the court, by virtue of its jurisdiction, equitable or stat- 
utory, takes possession of property which is the subject of a 
suit, preserves it from waste or destruction, secures and collects 
the proceeds, and ultimately disposes of them according to the 
rights of those entitled thereto, whether they are regular parties 
in the cause or only come before the court in a seasonable 
time and, in the due course of proceeding to assert and establish 
their pretentions. A receiver of a railroad is merely such a 
functionary appointed for the purpose of taking possession of 
and generally operating and managing for a time, a railroad, 
under the orders and control of the court. A receiver of a rail- 
road is created, as in all other cases, as a provisional and pro- 
tempore scheme for the preservation of the estate pende lite. 

The receiver of a railroad is under the control of the court 
which appoints him and subject to its direction and supervision, 
being a mere agent or arm of the court. 

The effect of the appointment of a receiver of a railroad 
corporation is, in brief, to give him the temporary management 
of the railroad under the direction of the court, instead of the 
officers appointed by the directors of the corporation. 


Ordinarily the duties of a receiver comprise only the oper- 
ation and management of the road, the payment of current ex- 
penses, and the application of the residue of the earnings and 


receipts to the extinguishment of indebtedness to secure which 
the receiver was appointed. 


Provided that you have properly protected your interests 
by filing your claims with the receiver within the stipulated 
time, the payment thereof is assured in due time, provided the 
assets are available for the payment thereof. However, except 
that under the governing law the receiver has discretion to pay 
the same thereof must await the order of the court having juris- 
diction of the receivership. 


Rebilling to Defeat Through Interstate—Liability of Consignor 
Having Knowledge of Consignee’s Purpose 

New Jersey.—Question: There are no through published 
rates from A to C and the combination rates are made on A to B, 
plus the rates from B to C. From B to C the carriers publish 
both interstate and intrastate rates. 

Our company has a customer who is located at C, who pur- 
chases from us in carloads and requests that we ship to Doe & 
Company at B, who are not the consignees but agent for our cus- 
tomer located at C. Doe & Company at B has instructions from 
the ultimate consignees at C to reship the car on arrival taking 
out a new Dill of lading from B to C, misleading carriers so 
that they will bill and collect the intrastate rate instead of the 
interstate rate which is higher. ‘ 

We contend that, inasmuch as our material is sold F. O. B. 
point of origin and that section 7 of the uniform bili of lading 
has been signed that all charges are to be collected from the 
consignee before delivery of the shipment, we are in no way 
morally or legally responsible if what we believe is true that 
the consignee is trying to avoid the payment of the interstate 
rates from B to C, and further that we are not accessory before 
the fact or abettor, should at any future time the Interstate 
Commerce Commission or State Commission prosecute the 
consignees. 

Answer: Under the Interstate Commerce Act, as construed 
by the Supreme Court of the United States in B. & O. S. W. R. R. 
Co. vs. Settle, et al. U. S. 166, the through interstate rate 
must be applied to a movement between two points, even though 
the shipment is rebilled at an intermediate point, if the inten- 
tion of the shipper, as admitted or as may be gathered from 
the incidents of the movement, is evidenced that the shipment 
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was to go to its final destination, at the time it was originally 
delivered to the carrier for transportation. 

If you have actual knowledge and not merely a suspicion gy 
belief of your customer’s purpose to defeat the through inte. 
state rate from A to C by the rebilling of the shipments at B 
we are of the opinion that, regardless of the fact that you se 
the goods F. O. B. point of origin, inasmuch as under such g 
contract of sale you must deliver the goods to the carrier fo 
shipment, you are a party to such unlawful act of rebilling, an 
that under such circumstances you should, if you desire ty 
avoid liability, refuse to bill the shipments to the intermediate 
point B. 


Liability of Carrier for Refusal to Observe Shipper’s Routing 
Instructions 


In answering the question of “Missouri,” on page 476 of the 
August 30, 1924, Traffic World, under the above caption, we 
referred to the provisions of paragraph 8 of section 15 of the 
interstate commerce act as being applicable, provided that gov. 
ernment operation of the barge line did not make the provisions 
thereof unapplicable. 

However, in making this statement, we overlooked the fact 
that the provisions of this paragraph of section 15 of the act 


are applicable only to railroad corporations that are common 
carriers. ; 


Tariffs—Furnishing of by Carriers 
In our answer to “Iowa” on page 476 of the August 30, 1924, 
Traffic World, under the above caption, we referred to the prob- 
ability of the Commission having jurisdiction of this question 
on the ground of discrimination. The Commission has had the 
question before it and the following are its conclusions in the 
matter: 


The purpose to give interested persons full access to carriers’ 
tariffs is clearly shown in the comprehensive requirement in section 
6 of the act as to posting tariffs at stations. Under authority therein 
contained the Commission, by its order of June 2, 1908, modified that 
requirement. : 

In doing this the Commisson said that it would be expected, in 
consideration of the relief so granted to the carriers, that carriers 
would continue as in the past to liberally furnish copies of their tariffs 
to shippers and users thereof. Since that time the number of 
shippers and shippers’ bureaus that desire copies of carriers’ tariffs 
has greatly increased, and there is complaint that in some instances 
earriers are unable to furnish copies of desired tariffs, and in other 
instances that they decline to do so. In this way the question of 
whether or not it is unjustly discriminatory for a carrier to furnish 
copies of its tariffs to one shipper and deny them to another, has been 
presented, and the Commission is constrained to answer that question 
in the affirmative. 

Much attention has been given to the suggestion that carriers 
should furnish copies of tariffs to all who desire same upon payment 
of the cost of the extra press-work and paper for copies in addition 
to what the carrier would print for its own use, and the cost of mail- 
ing same. An investigation has been made with a view to ascertain- 
ing, if possible, a reasonable fixed price per page for that work, but 
it is found that the cost in different sections of the country varies, 
and that there is material difference in the cost in the same offices 
as between tariffs constructed on different bases or forms. 

The carriers must, in any event, print their tariffs. They have 
been granted relief from the provisions of the act with regard to 
posting tariffs which greatly reduces the number of copies which they 
would otherwise be obliged to print. It would therefore be incon- 
sistent,, and the Commission thinks, improper for a carrier to charge 
for copies of tariffs furnished to shippers and others more than the 
actual cost of the additional paper and press-work on such copies, 
together with the cost of mailing same. 

In preparing itself to furnish copies to those who desire to pur- 
chase them, the.carrier is fairly entitled to know, with approximate 
accuracy, the number of extra copies that will be desired. The Com- 
mission thinks that, unless the carrier is willing and prepared to 
furnish its tariffs free to all who desire them, its tariff-issuing offices 
and agencies may properly issue price-lists for the different tariffs 
which they issue; that it should provide sufficient additional copies to 
take care of orders or subscriptions that have been received, and in 
addition a reasonable margin of supply with which to meet additional 
orders and that in this way it should furnish copies of tariffs to all 
who properly and in reasonable time subscribe for or order same. 
Copies of all such price lists should be sent to the Commission. 

This plan will not impose injustice or hardship upon either carrier 
or users of tariffs, and will be free from any element of unjust dis- 
crimination. 

This expression is made with direct reference to the power con- 
ferred upon the Commission to modify the provisions of section six 
of the act with regard to posting tariffs, and if any carrier neglects 
or refuses to conform to these suggestions, consideration will be given 
to modification, so far as that carrier is concerned, of the Com- 
mission’s order so modifying that provision of the act. 


Routing and Misrouting—Duty of Carrier Where Bill of Lading 

Contains Routing and Notation “Protect Through Rate” 

In connection with our answer to “Ohio,” on page 422 of 
the August 23, 1924, Traffic World, under the above caption, 
see the Commission’s opinion in Fish & Co. vs. N. Y. C. & St. 
L. Ry., 19 I. C. C. 452, which, while relating to a reconsigned 
shipment, has a bearing on the question. 

Demurrage—Average Agreement—Weather Interference 

Texas.—Question: You will please refer to National Car 
Demurrage Rules and Charges, No. 4-D, I. C. . 1466, rule 8, 
item 10, page 15, section A, paragraph 2, reading as follows: 


When, at time of actual placement, lading is frozen so as 
require heating, thawing or loosening to unload, the free time allowe 
shall be extended 48 hours, etc. 


Is it your opinion that the term of this rule is applicable 
only to ladings frozen from weather conditions or should it 
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For Low-Cost Hauling 


Throughout the history of this institu- 
tion, extending back almost a hundred 
years, its product have been known 
all over the civilized world for their 
excellence, their dependability, and the 
service behind them. Probably no 
other institution has contributed more 
to the development of every country 
of the globe. 


So when twenty years ago the Harvester 
Company introduced to this world 
market a motor truck to bear its name 
—that truck had to be worthy. It was— 
it is—it always will be. 
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International Heavy-Duty Trucks are built in 3000, 4000, 6000, and 10,000- 


Few organizations use as many trucks 
or have reason to know as much about 
truck transportation as the Harvester 
organization. During the past five years 
more than 7000 Internationals have 
been hard at work in the service of this 
company, its branches and its dealers. 


This very experience with these trucks 
has developed marked improvements 
and tested most severely the stamina of 
International construction. Experience 
and skill build these trucks—we know 
they should be good. We use them— 
we know they are. 


pound maximum capacities, with bodies to meet every requirement. There is also 
a sturdy Speed Truck for loads up to 2000 pounds. Motor Coaches are supplied 
to meet every passenger transportation need. Upon request we will gladly supply 


you with names of International owners in your own line of 
address of the nearest showroom where the full line of new models is on display. 


606 So. Michigan Ave. 


INTERNATIONAL HARVESTER COMPANY 


OF AMERICA 
(Incorporated) 
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Chicago, Ill. 
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apply to other ladings which their inherent nature causes to 
freeze or solidify? We have in mind the commodity of asphalt 
for the use of road construction, which is heated and pumped 
into tank cars, where it again solidifies, and it is impossible to 
remove these contents until they have been reheated through 
the application of steam pressure, requiring virtually 24 hours 
before the contents can possibly be removed from said tank 
ears. Are our shippers not entitled to consideration of the 
loss of time required to put this lading in condition to be re- 
moved from the car under this rule? 

Answer: In our opinion the provisions of rule 8, to which 
you refer, are not applicable to a shipment of this nature. It 
will be observed that the title of section A of rule 8 is “Weather 
Interference.” 

It can hardly be contended that a commodity which, be- 
cause of its inherent nature requires the use of steam to reduce 
it to a state in which it can be removed from a tank car, at 
all times of the year, regardless of the state of the weather, is 
one as to which the provisions of the weather interference rule 
may be invoked for the purpose of extending the period of free 
time for the unloading thereof. In other words, if it is neces- 
sary, regardless of the state of the weather to use steam for 
the purpose of changing the commodity in question from a con- 
gealed state to a liquid state, it cannot be said that there has 
been any interference in the unloading thereof by reason of the 
condition of the weather. 

Transit Privileges—Proportional Rate Not Applicable Under 
Tariff Providing for Application.of Higher of Rate to Tran- 
sit Point.or Transit Point to Destination or Origin to Des- 
tination, Where Through Rate from Origin to Destination 
Exists 
Missouri.—Question: In your Questions and Answers col- 

umn on page 1464 of June 16, 1923, Traffic World, we find your 

reply to “Canada” concerning the application of proportional 
rates versus local rates. 

While this interpretation of proportional rates may not fit 
the situation in which we are at present involved, still we feel 
there is a close parallel and we would like to have your opinion 
at your earliest possible convenience concerning same. 

Station A is a primary grain center, located on the Mis- 
souri River in Missouri. Station B is a country station on the 
same railroad in Iowa. Grain moving from Station B to St. 
Louis moves either direct or through Station A, which is slightly 
out of line. However, grain from Station B is permitted transit 
at Station A without extra charge. The local rate from Station A 
to St. Louis on coarse grain is 16144 cents. The local rate 
from Station B to St. Louis is 16% cents. The proportional 
rate on the same commodity from Station A to St. Louis is 12 
cents. The local rate from Station B to Station A is 11% 
cents. Grain moving from Station B to Station A and transited 
at the later Station should, under transit rules, move at the 
balance of the published through rate, the published through 
rate being 16% cents to St. Louis and in the rate being 11% 
cents, the balance of the through rate would, therefore, be 5 
cents. 

However, one of the transit rules provide that the through 
rate, in most cases, cannot be less than the rate to transit 
point or the rate from transit point to destination. The ques- 
tion is, therefore, whether the flat 17% cent rate to St. Louis 
or the 12 cent proportional rate to St. Louis is the correct rate 
to use for comparative purposes. It is our contention that the 

proportional 12 cent rate should be used. If we used 
the cheaper rate, as a comparison, then the published through 
rate of 16% cents is not less than the rate in or the rate out. 
However, if the railroad contention is correct, and we use the 
17% cent rate for a comparison and the through rate cannot 
be less, makes our balance out 1 cent a hundred higher. 

Interpreting the rule “Cannot be less than the in rate or the 
out rate” we are required to determine what rate is the proper 
out rate on shipments originating beyond. In other words, 
what would the rate be on this shipment if we had not transited 
the ingredients. As previously stated, it is our contention that 
the out rate is 12 cents on this particular shipment, as it orig- 
inated beyond and as a consequence, should be the rate used as 
a comparison. 

Answer: Inasmuch as by reason of the fact that there is a 
through rate from the country station point B to the transit 
station. point C, applicable via the transit station, point A, the 
proportional rate of 12 cents from Station A to Station C 
could not be used. it is our opinion that the carrier is correct 
in its contention that the local rate of 17% cents from station 
A to station C must be applied on the shipment. 


Demurrage—Average Agreements—Bunching 

Minnesota.—Question: Will you please advise us if it is 
lawful for a carrier to collect demurrage charges on cars de- 
tained by them in transit and bunched at destination when 
an average agreement for demurrage has been entered into by 
the carrier with the consignee? 

A claim was filed with the carrier for recovery~ of thé 
demurrage charges but the carrier declined the claim, stating 
that the consignee had signed an average agreement, and 
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that they, the carrier, could not be held responsible for bunch. 
ing of cars. We granted the carrier this point, but they qiq 
not read far enough in the National Car Demurrage Rules. | 
you will please be referred to Section E of Rule 9 of the Aver. 
age Demurrage Agreement, you will read in part, “ that 
party who enters into this agreement shall not be entitled tg 
include therein cars subject to Rule 8, Section B.” On referring 
to Rule 8, Section B, paragraphs 1 and 2, you will note:— 

1. Cars for loading. 

2. Cars for unloading or reconsigning. 

The cars in the case involved, were not held for loading, 
unloading or reconsigning, therefor they are not subject to 
these demurrage charges. These cars were held at a certain 
point in transit, until proper power was available to complete 
delivery, as the track to destination, which was a main line track, 
was not ballasted sufficiently nor were the rails heavy enough 
to take care of the heavy engines which had brought these cars 
from the point of origin. These cars were detained, and demurrage 
charges were assessed, until a lighter engine was available the 
next day to complete deilvery to the point which was served by 
the lighter rails. We contend that the tariff is very plain on a 
situation of this kind, i. e., that it reads, “when cars are held 
for loading, unloading or reconsigning” and bunched at destin. 
ation the carrier will not be responsible. Our point is this— 
that these cars were held for none of these reasons, therefore 
the carrier is responsible for the extra demurrage accruing, 
and should allow the consignee free time on the cars which they 
were responsible in bunching. 

Answer: It is not clear from your letter whether the car. 
rier in question has collected demurrage for the time the cars 
were held in transit awaiting the arrival of the proper power 
or whether because of the lack of proper power they were 
bunched in transit and delivered in such accumulating numbers 
as to make it impossible for you to unload all of the cars within 
the period of free time which followed the delivery of the cars. 
If the former, you are justified, in our opinion, in claiming a 
refund of the demurrage charges assessed, but if the situation 
be as last described above the carrier has properly collected 
demurrage charges for any detention of the cars beyond the 
period of free time accorded under Rule 2 of the Uniform 
Demurrage Tariff. 


This for the reason that by entering into an average agree- 
ment the shipper waives his right to claim additional free time 
where cars are bunched, except as provided in Section E of 
Rule 9. See Davis Sewing Machine Co. vs. 0. C. C. & St. L. S.1 
¥ €. €.. 3a. 

Reconsigning—Rate Applicable Where Shipment Placed for Un. 
loading on Private Siding 

District of Columbia.—Question: I would be glad to have 
your advice concerning protecting through rates on reconsigned 
shipments moving under stated refrigeration charges. 

For instance, a shipment moves north from Jacksonville, 
arrives Atlanta, is there placed on private siding and is next 
day reconsigned to Cincinnati. Does the placing of the car on 
the siding of the party to whom shipment was originally made 
at Atlanta, constitute delivery, and if reconsigned by him next 
day, can he do so on the through rate for freight charges, also 
through refrigeration rate, or can it be considered a new ship- 
ment, especially as to the refrigeration charges. 

Answer: Under Rule 12 of the Uniform Reconsigning 
refund of the demurrage charges assessed, but if the situation 
Tariffs, the rates to and from the reconsigning point, plus the 
reconsigning charge, are applicable on a shipment such as you 
describe. This rule reads as follows: 


If a car has been placed for unloading at original billed destina- 
tion and reforwarded therefrom without being unloaded, to a point 
outside of the switching limits, it will be subject to the published 
rates to and from the points of reconsignment, plus $6.30 per car 
reconsignment charges, except that in no case shall the total chargé 
be less than the charge based on the through rate from point of 
origin to final destination, plus $6.30 per car reconsignment charge. 
Note—If a car has been placed for unloading on a public delivery 
track. but has not been unloaded or accepted by consignee or owner, 
it will be subject to Rule 10. 


See in connection with the Commission’s opinion in Chest- 
nut Lumber Co. vs. D. G. 89 I. C. C. 236, on page 238 of which 
the Commission said: “The reconsignment rules specifically 
provided that on cars reforwarded after placement at the orig 
inal destination without being unloaded the published rates 
to and from that point would apply, and similar provisions 
have been approved by us in several cases . Silica Sand 
Producers’ Asso. vs. C. B. & Q. R. R. Co., 63 I. C. C; 217; Cape 
Girardeau Portland Cement Co. vs. Director General, 68 I. C. ©: 
635. However, on further consideration of the provisions of 
rule 12, we are of opinion that the assessment of the so-called 
reconsignment charge in addition to the rates’ to and from 
the point of reshipment was unreasonable and that collection 


of such additional charges on complainant’s shipments sheuld 


be waived” . * 

A knowledge of the points of origin; reconsignment and 
final destination, as well as the route of movement are essel- 
tial to the determination of the applicable refrigeration charge. 
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An Epoch in Transportation 


A new day train—a masterpiece in all its appointments for comfort, beauty and 
safety, to run on a fast schedule of six and one-half hours. Inaugurated to serve your 
requirements for better and faster transportation between Chicago and St. Louis. 


HE Chicago & Alton Railroad has been the 

pioneer in furnishing superior service. It has 
established a reputation as the leader in innovations 
for the better serving of its patrons, notably the sleep- 
ing car, the chair car, the parlor car and the dining 
car, all of which were introduced by the “Only 
Way.” 


The Alton not only is a “home” road, with its name 
a household word alike to the people of the agricul- 
tural, mining and manufacturing districts of its lo- 
cality, but it links the two great metropoli of the west 
—Chicago and St. Louis. To and through these cities 
it furnishes the avenue for quick and direct transpor- 
tation between the great empires of the southwest and 
the northwest, the central north and the middle east. 


Visioning the great growth and development of this 
vast territory, the management of the Alton has dur- 
ing the past decade been steadily improving the phys- 
ical condition of the property. 


New equipment has been added; additional rock- 
ballasting and double tracking provided; heavier rails 
laid; curves straightened; grades reduced and ter- 
minals improved. 


As a result the property has now reached such a 
state of physical perfection that the Alton is enabled 
again to take another great step forward, bringing 
more closely together the cities of Chicago and St. 
Louis and the great territory reached via these gate- 
ways and to provide a passenger service worthy of 
the great empire which it serves. 


The New ALTON LIMITED 


On Fastest Schedule Ever Operated 


Practically a non-stop train, leaving Chicago at 11 :30 
a. m., arriving in St. Louis at 6:00 p. m., stopping 
only at Bloomington and Springfield enroute, will be 
inaugurated September 28. This schedule will reduce 
the running time between Chicago‘ and St. Louis one 
hour and fifteen minutes. 


The new service will consist of two new complete 
trains, from mail to observation car. They are the 
last word in the car building art; all steel and 84 feet 
long. This extra length adds to the beautiful appear- 
ance and insures greater comfort for passengers in all 
parts of the cars. 


The exterior of the cars is painted a beautiful dark 
maroon with gold trimmings. The interiors are fin- 
ished in South American rosewood. The train abounds 
in special features, most of which are found for the 
first time in this new train. The front part of the 


CHICAGO 


Corr 


se - - @~— 


‘The Only Way”’ 


observation car is devoted to the exclusive use of 
women patrons. Here they have chairs of tapestry 
and velour, with a writing desk, library and magazine 
stand. Adjoining this, toward the middle of the car 
are the beautiful tea rooms, attended by Japanese 
maids in true oriental costumes. Here, too, is the 
women’s lounge and smoking, room. 


In all the cars the wide square deck effect of the 
ceiling is another step away from the appearance of 
ordinary cars. At the same time they provide un- 
usually good ventilation. Thermostats regulate the 
heat ; drinking fountains, through which automatically 
sterilized ice-water is supplied; special lighting and 
ventilating devices; curtains and draperies lending an 
oriental effect to the interior of the car—these and 
many other Alton innovations mark this train service 
as truly an epoch in the history of transportation. 


& ALTON 
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Ordinarily, it would seem that the provisions of the reconsign- 
ing tariff should govern the determination of the applicable 
refrigeration charge. 

Liability of Carrier for Loss of Tarpaulin Used as Cover on 

Shipment Loaded On Open Car 

Pennsylvania.—Question: Will you kindly advise carrier’s 
liability on the following: 
A passenger gasoline railway car was shipped from X 
to Y. 

This rail car could not be shipped in a box car due to its 
height and in order to protect the high polish on the body 
we were compelled to place a tarpaulin over this rail car. 

When loading was completed the railroad company on 
which rails it was loaded were requested to inspect the block- 
ing, etc., which they did and also took a picture of the freight 
car and the rail car. This picture shows the tarpaulin was on 
the rail car. 

Our branch at X failed to make notation on the bill of 
lading that the rail car was covered by a tarpaulin. Upon ar- 
rival of the shipment at X the tarpaulin was not on the rail car. 

We entered claim with the railroad company and they de- 
clined payment for the reason that classification did not re- 
quire this commodity be covered with a tarpaulin and that the 
tarpaulin was considered the same as dunnage. 

Will you kindly advise us your opinion on this matter 
and also advise if your opinion would differ if our branch had 
shown on the bill of lading that the rail car was covered with 
a tarpaulin? 

Answer:—A railroad company is required to furnish equip- 
ment suitable for the transportation of such freight as it holds 
itself out to transport. It is not required, however, to furnish 
equipment of extraordinary size or of unusual character. It, 
therefore, seems apparent that, in the instant case the carrier 
performed its full duty in furnishing an open car for the loading 
of the shipment in question. 

Whether or not a carrier is liable for the loss of tarpaulins 
used for protecting a shipment while in transit, when moving 
under the circumstances of the present instance, has not been 
the subject of a decision of the Courts, so far as we can deter- 
mine. It seems to us, however, that owing to the value of 
such coverings and the fact that the carriers, as we understand, 
undertake to take care of other equipment furnished by a carrier 
for protective purposes, such as stoves, etc., a carrier could be 
held liable for the loss of a tarpaulin, if the loss occurs while 
the shipment is in the course of transportation. 

Damages Special—Misroute 

New York.—Question: Will you please inform us what 
your opinion is as regards to carrier’s liability for delay due to 
misrouting. 

One of our subsidiary plants had occasion to order some 
rush material from “X,” routing same over “A, B, and C.” 
Intermediate carriers handled for delivery over “D.’ There 
was a delay of eight days over normal running time, resulting 
in the closing of one department which created a direct loss. 
There was no noticeable decline in the market value of the 
goods at the time of delivery, but it is our contention that due 
to this misrouting we should be reimbursed for special dam- 
ages drawing out of carrier’s negligence. 


Will you pleae give us your opinion of collecting such 
special damages other than through court? 

Answer: We do not locate a case in point but it is our 
opinion that while the Interstate Commerce Commission would 
assume jurisdiction of the matter, it would probably hold that 
the general rules which govern the liability of a carrier for 
special damages resulting from delay in transit govern the 
recovery of renaration for such injury, when resulting from 
a violation of the Interstate Commerce Act, such as misroute, 
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See, in this connection, the Commission’s opinion in William 
Danzer & Co., Inc., vs. G. & S. L., 69 I. C. C. 59. 

The general rule covering the recovery of special damages, 
is that damages recoverable for delay in transportation must 
be such as might reasonably have been contemplated by the 
parties at the time the contract of carriage was made, and that 
special damages for delay are recoverable only in case the 
shipper, at or before the time he tendered his goods for 
shipment, informed the carrier of the special circumstances 
which rendered a prompt transportation and delivery of the 
goods at their destination necessary. 

The rule is applied upon the theory that unless the carrier 
be made aware by the shipper, at the time of shipment, of the 
urgency, and the circumstances that require unusual dispatch 
or care in transportation, it cannot be presumed to know the 
facts, the existence and knowledge of which upon its part 
present legal status upon which its liability for more than or. 
dinary damages can be predicated. 

Notice of Claim—Necessity for Filing and What Constitutes 

Wisconsin.—Question: During October, 1923, we forwarded 
a shipment which was never received by consignee. Carrier 
was notified of non-delivery and requested to trace shipment 
within the six months period. However, claim was not filed 
until May 3rd, 1924, and has been declined by carriers under 
Section 2 of the Uniform Bill of Lading. 

Kindly advise us if our letter notifying carriers of non- 
delivering and requesting tracer did not constitute notice of 
intention to file claim and whether or not carrier is justified 
in declining claim on these grounds. 

Answer: So far as interstate shipments are concerned, it 
has been definitely settled that the stipulation in the Shipping 
contract requiring notice of claim cannot be waived.—G. F. & A. 
Rys. vs. Blish Milling Co., 241 U. S. 190; Metz vs. Boston & M. 
R. R., 116 N. E. (Mass.); Davenport vs. C. & O. Ry., 149 N. Y. §, 
865; Concordia Silk Hosiery Co. vs. Pa. Ry. Co., 69 Pa. Super. 
Ct. 381; Freeman vs. A. C. L., 113 S. E. 69; Hubbard-Grace 
Co. vs. Payne, Director General, 118 S. E. 152; Rogers & Co 
vs. East Carolina Ry., 118 S. E. 885; L. & N. R. Co. vs. Harrell 
& Murphy, 120 S. E. 35, and sterns vs. American Ry. Express 
Co., 198 N. Y. S. 581. 

A tracer does not constitute a claim or notice thereof, 
within the meaning of the terms of the bill of lading requiring 
the filing of a claim or notice thereof within a stipulated time, 
and even though the carrier acknowledges receipt of. the letter 
from the shipper and advises him that the shipment is being 
traced. See Bronstein vs. Payne, 113 Atl. 648; Jennings vs. 
Barrett, 194 N. Y. S. 679; Browning, King & Co. vs. Davis, 199 
N. Y. S. 775; Stein vs. American Ry. Express Co., 198 N. Y. S. 
531. 

Where, however, carriers have at all times treated and 
acted on a letter from a shipper as a sufficient notice of claim 
of loss of the goods, and a full compliance with the require- 
ment of the bill of lading in that respect, it has been held 
that they are estopped from asserting its insufficiency as such. 
—S. L. Jones & Co. vs. Davis, Agent, et al., 223 Pac. 560. 

However, in a number of decisions, where made an issue, 
it has been held that under the exception in the bill of lading 
to the requirement for notice reading ‘Provided that if such 
loss, damage, or injury was due to dealy or damage while being 
loaded or unloaded, or damaged in transit by carelessness or 
negligence, then no notice of claim nor filing of claim is 
required,” the filing of a claim as to certain classes, of shipments 
is not a condition precedent to the recovery of damages through 
suit. See in this connection our answer to Kansas on page 
124 of the January 12, 1924, Traffic World, under the caption. 


“Notice of Claim—Necessity for Filing as to Certain Classes of 
Claims.” 
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Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


September 15—Washington, D. C.—Examiner Smith: 
14389—The Grief Brothers Cooperage Company vs. Director-General, 
B. & O. R. R. et al. 
September 15—New York, N. Y.—Examiner Oberlin: 
Finance No. 1250—Missouri-Kansas-Texas reorganization. (Further 
hearing.) 
September 15—Atlanta, Ga.—Examiner Cheseldine: 


i. and S. No. 1919—Carload and less carload commodity rates be- 
tween points in Southern territory. 


* I. and S. No. 1919 (fourth suPplemental order)—Carload and less car- 
load commodity rates between points in southern territory. 
September 15—Kansas City, Mo.—Examiner Copenhafer: 
16032—Bliss Syrup Refining Company vs. Santa Fe et al. 
ae “15—Indianapolis, Ind.—Examiner Gaddess: 
5795—H. 


s Cheney, trading as the Cheney Pulp and Paper Com- 
pany vs. A. C, & Y. Ry. et al, 


September 15—Chicago, Ill.—Examiner Shanafelt: 
11224—Chicago Coal Merchants Association vs. Director-General, 
Santa Fe Ry. et al. 
September 15—Portland, OQre.—Examiner Wilkins: 
15644—-Bissinger & Co. vs. Great Northern Ry. et al. 
1. and S. No. 2209—Lumber and shingles from North Pacific Coast 
to Southern points. 
September 15—Dallas, Tex.—Examiner Woodrow: 
415836—Cullum & Boren Company vs. N. Y. N. H. & H. R. R. et.al. 
September 15—Grand Rapids, Mich.—Examiner Knowlton: ' 
15933—Saugatuck Lumber & Coal Co. et al. vs. A. C. & Y. Ry. et 2 
September 16—Washington, D. C.—Examiner Sullivan: 
Finance No. 1427—Deficit status of Indian Creek Valley Ry. 
Finance No. 533—Guaranty settlement with Indian Creek Valley 
Ry. 
September 16—Kansas City, Mo.—Examiner Copenhafer: 
16078—(and Sub. Nos. 1 to 6, incl.)—Waggoner-Gates Milling Com- 
pany vs. Santa Fe et al. 
September 16—New York City, N. Y.—Examiner Beach: 
15994—Colgate & Company vs, N, ¥. C. R. R. et al, 
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is a superb, modern hotel. 
Open the year round. 
High up in the Alleghany 
Mountains. Stopover priv- 
ileges on all tickets. 


H. M. Tait, 
Resident Manager. 


Open throughout’ the 
year; 2,500 feet above sea 
level; wonderful climate. 
(Stopover at Covington, 
Va., for Hot Springs per- 
mitted on all tickets.) 


Christian S. Andersen, 
Resident Manager. 


THE CHESAPEAKE & OHIO RAILWAY 


is the popular scenic route between Washington, D. C., and the West. The above resorts are most 
accessible, being only overnight from New York or Cincinnati. —_— id 
The C. & O. is noted for its excellent equipment, dining car cuisine 
Comfort—Service—Safety 


Jno. D: » Passe Traffic M r, Richmond, Va. T. H. Gurney, Asst. General Passenger Agent, Cincinnati, Ohio. 
F. E. Conese Wachee Yeadeuar’ yore St. Louis, Mo. R. E. Parsons, District Passenger Agent, Louisville, Ky. 
O. N. Spain, Eastern Passenger Agent, Washington, D. C., and 299 Broadway, New York City. 
J. B. Edmunds, Gen. Agent, Washington, D. C 
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September 16—Portland, Ore.—Examiner Wilkins: 
i. and S. No. 2186—Cattle and sheep between points in Idaho, Mon- 
tana, Oregon and Washington. 
15236—The Cattle & Horse Raisers’ Assn. of Oregon et al. vs. Nor. 
Pac. Ry. et al. , 
September 17—Washington, D. C.—Examiner Gibson: 
Val. Dkt. No. 192—In re tentative valuations of the properties of 
the New York, Ontario & Western Ry. Co. et al. 
Val. Dkt. No, 225—In re the tentative valuation of the property of 
Middletown & Unionville R. R. Co. 
September 17—Washington, D. C.—Examiner Smith: 
5216—John M. Buckland, trading as National Slag Company, vs. 
B. & A. R. R. et al. 
September 17—Kansas City, Mo.—Examiner Copenhafer: 
so Union Live Stock Commission Co. et al. vs. Santa 
e et al. 
September 17—Houston, Tex.—Examiner Woodrow: 
1. and S. No. 2205—Iron and steel articles in mixed carloads to points 
in the Southwest. 


* 1. and S. No. 2227—Iron and stéel articles in mixed carloads to 
points in the Southwest. 
September 17—Chicago, Ill.—Examiner Shanafelt: 
15895—E. E. Forbes & Sons Piano Company vs. A. G. S. R. R. et al. 
15898—Liquid Carbonic Company vs. C. & E. R. R. et al. 
September 17—Denver, Colo.—Chairman Hall and Examiner Money: 
14968—The Victor-American Fuel Company et al. vs. DL & S&S L. 
R. R. et al. 
September 18—Kansas City, Mo.—Examiner Copenhafer: 
* § — S. No, 2200—Switching at Kansas City, Mo., and related 
points. 
September 18—New Orleans, La.—Examiner Kobel: 
a & Rosin Producers’ Association vs. A. & V. Ry. 
e 


September 18—Cincinnati, O.—Examiner Gaddess: 

‘|. and S. No. 2216—Coke, Kentucky,, Tennessee and Virginia to 
Cincinnati, Ohio, group. 

September 18—Montgomery, Ala.—Examiner Cheseldine: 

15913—-Teague Hardware Company et al. vs. C. B. & Q. R. R. et al. 
Portions fourth section application No. 1606, filed by Agent Ful- 
ton, in re bale ties and fencing from Sterling, Ill., to Mobile, Ala.; 
also, canned goods from Milwaukee, Wis., etc., to Mobile, Ala. 

15928—Lobman, Moog & Company et al. vs. C. M. & St. P. Ry. et al. 

September 18—Chicago, Ill.—Examiner Shanafelt: 

15915—Griess Pfleger Tanning Company vs. E. J. & E. Ry. et al 

September 18—New York City, N. Y.—Examiner Beach: 

14948—National Association of Waste Material Dealers, Inc., vs. 
Bi & W. KR. EB. 

September 18—Detroit, Mich.—Examiner Knowlton: 

15970—Detroit and Cleveland Navigation Company vs. Michigan 
Central R. R. et al. 

September 19—Washington, D. C.—Examiner Brown: 

‘ Finance No. 4083—In the matter of the setinetion of the Balti- 
more & Eastern Railroad Co. for a certificate of public conven- 
fence and necessity authorizing it to acquire and operate a line 
of road for authority to issue its capital stock in the amount of 
$230,000, par value. 

Finance No. 4084—In the matter of the application of the Balti- 
more, Chesapeake & Atlantic Railway Co. for approval and au- 
thorization of the acquisition of control by it of the Baltimore 
& Eastern R, R. Co. through the purchase of that company’s 
capital stock. 

September 19—Washington, D. C.—Examiner Smith: 

3850 (Sub. No. 1)—Fort Smith, Subiaco and Rock Island R. R. Co. 
vs, & V. Ry. et al. 

September 19—Cincinnati, Ohio—Examiner Gaddess: 


15992—The Procter Gamble Distributing Company vs. Ann Arbor 
R. R. et al. 


September 19—Little Rock, Ark.—Examiner Woodrow: 


a wr ee Jobbers & Manufacturers’ Assn. vs. Santa Fe Ry. 
r) q 


September 19—Washington, D. C.—Examiner Davis: 

Finance No. 4252—In the matter of the application ef the Atchison, 
Topeka & Santa Fe Ry. Co. for authority to acquire control by 
lease, of the line of the Oklahoma Central R. R. Co. 

Finance No. 4273—In the matter of the application of the Gulf, 
Colorado & Santa Fe Ry. Co. for authority to acquire control, 
by lease, of that part of the railroad of the Pecos & Northern 
a Ry. Co. located between Coleman, Tex., and Sweetwater, 

ex. 

Finance No. 4274—In the matter of the application of the Gulf, 
Colorado & Santa Fe Ry. Co. for authority to acquire control, by 
ace, “ the railroad of the Concho, San Saba & Llano Valley 

. 2 CO 

Finance No. 4275—In the matter of the application of the Pan- 
handle & Santa Fe Ry. Co. for authority to acquire control by 
lease, of the railroad of the Pecos & Northern Texas Ry. Co., 
excepting the lines between Coleman, Tex., and Sweetwater, Tex. 

September 20—Little Rock, Ark.—Examiner Woodrow: 
‘I. and S. No, 2217—Metal furniture in the Southwest. 
1. and S. No, 2217 (first supplemental order)—Metal furniture in the 
Southwest. 
September 20—Philadelphia, Pa.—Examiner Dolan: 
“so —_— Traffic Managers of Philadelphia vs. B. & O. 
. of. ai. 
September 20—Birmingham, Ala.—Examiner Cheseldine: 

Il. and S. No. 2170—Lumber from Alabama, Mississippi and Tennes- 
see to Ohio and Mississippi River crossings and related points. 
Portions of fourth section applications 2045 et al., filed by IIL 
Cent. R. R. and others, in re rates on lumber and forest products 
from stations in Alabama, Mississippi and Tennessee, to Cin- 
cinnati, O., Memphis, Tenn., and Cairo, IIll., etc. 

September 20—Detroit, Mich.—Examiner Knowlton: 

i. and S. No. 2202 (and first supplemental order)—Door and window 
casings and frames between C. F. A. points. 

SS  "Shrren Springs, Ark.—Commissioner Cox and Examiner 
ardwell: 

1. & S. No. 222i1—Brick, Kansas and Missouri to Texas. 

September 22—Detroit, Mich.—Examiner Knowlton: 

1. and S. No. 2207 (and first and second supplemental orders)— 

Switching at Detroit, Mich. 
September 22—St. Louis, Mo.—Examiner Woodrow: 
15363—M. W. Warren Coke Company vs. Santa Fe Ry. et al. 


f 
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September 22—Hot Springs, Ark.—Commissioner Cox and Examin 
Bardwell: " gui 
15738—Acme Brick Company et al. vs. A. & S. Ry. et al. anil 
15692—Oklahoma Brick Mfgrs. Assn. vs. A. & S. Ry. et al. wwii 
15628—Kansas Gas Belt Brick Mfgrs. Assn. vs. A. & S. Ry, et al, 
15467—Acme Brick Company et al. vs. A. & S. Ry. et al. 
14617—Acme Brick Company et al. vs. A. & M. R. R. et al. 
September 22—New Orleans, La.—Examiner McGrath: 
16074—Crescent Bed Company, Inc., vs. A. & V. Ry. et al. 
September 22—Columbus, Ohio—Examiner Gaddess: 
oo Ohio Farm Bureau Federation et al. vs, A. & W. Ry, 
e L 
September 22—Chicago, Ill—Examiner Shanafelt: 
15962—D. L. Alderman et al. vs. A. & V. Ry. et al. 
September 22—St. Joseph, Mo.—Examiner Copenhafer: 
16010—Seitz Packing Company et al. vs. Santa Fe et al. 
September 22—Washington, D. C.—Examiner Smith: 
15946—Gulf City Manufacturing Company, Ine. vs. Apalachicola 
Northern R. R. et al. 
September 22—Washington, D,. C.—Examiner Pattison: 

Val. Dkt. No, 159—In re tentative valuation of the property of the TO! 
New York, Philadelphia & Norfolk Railroad Co. EDI 
September 22—Washington, D. C.—Examiner Law: Reg 

Finance No. 3701—Excess income of the Detroit Terminal R. R. Co. 
September 22—Burgin, Ky.—Railroad Commission of Kentucky: RRE 
* Finance No. 4114—In the matter of the application of the Southern cu 
Railway Company in Kentucky for a certificate of public con- Sol 
venience and necessity authorizing it to abandon its so-called a 
Burgin Branch, E 
September 23—St. Louis, Mo.—Examiner Woodrow: 
* 11659—Marion & Eastern Railroad Co. vs. C. & E. I. R. R. et al. is 
September 23—New Orleans, La.—Examiner Koebel: DEC 
l. and S. No. 2183 (first supplemental order)—Combination rule on Lu 
lumber from Chicago, Ohio and Mississippi River crossings to y 
Cc. F. A. territory, etc. Me 
September 23—Washington, D. C., Examiner Disque: ( 
15234—In the matter of divisions of freight rates in Western and Re 
Mountain-Pacific territories. (Conference with respect to the | 


divisions on transcontinental traffic, as referred to in Commis- 
sion’s notice of October 24, 1924.) TENT 
September 23—Chicago, Ill.—Examiner Shanafelt: 
15916—The Spanish River Pulp & Paper Mills, Ltd., et al. vs. Ahna- 
pee & Western Ry. et al. 
September 23—Argument at Washington, D. C.: 
Finance No. 3340—In the matter of the application of the Southern HEL 
Pacific Company to acquire control, by lease, of the railroads of 
. Eastern R. R. Co. and the Phoenix & Eastern R. 
. Ca. 
September 23—New Orleans, La.—Examiner McGrath: 
l. and S. No. 2183—Combination rule on lumber from Chicago, CAR 
Ohio and Mississippi river crossings to C. F. A. territory, etc. 
September 23—Washington, D. C.—Examiner Smith: OCE 
5909—The Riverton Lime Company et al. vs. Aberdeen & Rock- 
fish R. R. et al. 
September 24—Washington, D. C.—Examiner Burnside: CAN 
Finance No. 3644—Excess income of Brooklyn Eastern District Ter- 


LAKI 


STA 


minal. RAI 
se No. 325—Guaranty status of Brooklyn Eastern District Ter- 
minal. 
September 24—Washington, D. C.—Director Mahaffie: \ SH 
Finance No. 3859—Excess income of New York Central Lines. 
September 24—Washington, D. C.—Commissioner Meyer: 
ee Mileage Ticket Investigation (further hear- 
ng). 
September 25—Omaha, Nebr.—Examiner Copenhafer: . 
* |, and S. No. 2230—Carboys, returned empty, In Western Classifica- 
tion territory. 
September 25—Chicago, Ill.—Examiner Shanafelt: 
(. & S. No. 2223—Farm wagins and related articles in the Southwest. 
September 25—Cairo, Ill.—Examiner Woodrow: BI 
1. and §. No. 2211—Cotton, cotton linters and regins, Ohio and 
Mississippi River crossings to eastern cities. 
September 25—Parkersburg, W. Va.—Examiner Gaddess: ' Q' 
SS a Parkersburg Rig & Reel Company vs. G. C. & S. F. | 
y. et al, 
September 25—Washington, D. C.—Examiner Smith: | 
1. and S. No. 2179—Storage in transit of apples and pears at points N 
in C. Ps s | 
September 25—Florence, Ala.—Examiner Cheseldine: ‘ 
16036—Florence Chamber of Commerce vs. Cent. of Ga. Ry. et al. 1 
16029—Florence Chamber of Commerce vs. Ill. Cent. R. R. et al. t 
15944—-The Florence Chamber of Commerce vs. L. & N. R. R. 
September 26—Cleveland, Ohio—Examiner Knowlton: : , 
* |. and S. No. 2197—(first supplemental order)—Restrictions in the 
combination rule on live stock. 
September 26—Washington, D. C.—Examiner Davis: 
Finance No. 4231—In the matter of the application of the Chesa- 
peake & Ohio Ry. Co. for authority to acquire control of the Ash- 
land Coal & Iron Ry. Co., Long Fork Ry. Co. and Millers Creek 


R. R. Co. by purchase of capital stock and by lease of said lines, 
and to assume certain obligations. 


September 26—Parkersburg, W. Va.—Examiner Gaddess: 
1. and S. No. 2220 (and first supplemental order)—Coal from C. & O. 
Ry. stations in West Virginia. 
September 26—Mobile, Ala.—Examiner McGrath: 
1. and S. No. 1900 (and first and second supplemental orders)—Naval 


stores from Southern producing points to various destinations. 
(Further hearing). 


Fourth Section App. No. 12566, filed by Alabama, Tennessee and 
Northern R. R., In re rates on naval stores from Calvert, Ala., and 
local points on its line south of York, Ala. to various destinations 
named in Agent Glenn’s I. C. C. A1424, 

September 26—Cleveland, O.—Examiner Knowlton: , 

1. and S, No. 2197—Restrictions in the combination rule on live stock. 

September 26—Salt Lake City, Utah—Examiner Wilkins: 
1. and S. No. 2181—Demurrage rules on coal. 
/\. & §S. No. 2225—Routing via Salt Lake and Utah Railroad on 
transcontinental traffic. 
September 27—Chicago, Ill.—Examiner Shanafelt: 
16020—Manufacturers’ Association of Chicago Heights on behalf of 
Chicago Heights Manufacturing Company vs. B. & O. R. R. et al. 
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This Reinforced Box 
for Canners is a sample 
of what we can 
do for you 


The patented construction of the 
Reinforced Corrugated Case, 
illustrated above, adds 55% to its 
carrying strength. This is one of 
many reasons why many of the 
largest shippers continue to use 
our shipping containers year 
after year. 


We can serve your needs equally 
well. Our big production facilities 
—500 tons a day—enable us to 
meet any shipping schedule on 
orders of any size. 


Five railroads, including four trunk 
line railroads having direct routes 
and service schedules to all points 
in the east and middle west, give 
us excellent shipping facilities 
out of Monroe. 


Write Departmeni “T” for interesting 
prices. Our trained package designer will 
gladly build samples to fit your goods. 


CONSOLIDATED PAPER COMPANY 


MONROE, MICHIGAN 
Branch Sales Offices 


BALTIMORE CHICAGO KANSAS CITY 
502 Garrett Bldg. Room 462 Wrigley Bldg. 1401 E. 76th St. Terrace 
BOSTON CLEVELAND NEW YORK 
80 Boylston Street R-808 Prospect, 4th Bldg. 39 Cortlandt Street 
BUFFALO INDIANAPOLIS GLENFIELD, PA. 
811 White Bldg. 508 Fidelity Trust Bldg. A Suburb of Pittsburgh 
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POOL CARS 
=— CHICAGO 
=— KANSAS CITY 


THE TRAFFIC WORLD 


THE TWO MOST IMPORTANT POINTS IN THE 
COUNTRY FOR THE CARRYING OF A READY 
STOCK OF YOUR MERCHANDISE OR ITS DIS- 
TRIBUTION THROUGH 


PLACE YOUR WARES WITHIN CLOSE RANGE OF 
YOUR TRADE. BE IN A POSITION TO MEET THE 
KEENEST COMPETITION. SAVE ON FREIGHT 
RATES AND PLEASE YOUR CUSTOMER BY 
ASSURING HIM PROMPT DELIVERIES. 


ALL STRICTLY MODERN BUILDINGS, LARGE 
TRACK CAPACITY, SELECTED LOCATIONS, 
CARTAGE WITH OUR OWN TRUCKS, ACCURATE 
ATTENTION TO REPORTS AND ALL DETAILS; 
THESE FACTORS ENABLE US TO RENDER 
UNEXCELLED SERVICE. 


We invite inspection and comparison of our 
Warehouses and your application for rates 
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Crooks TERMINAL WAREHOUSES 


417-439 West Harrison Street 
5801-5967 West 65th Street 


OWNED AND DIRECTLY SUPERVISED BY H. D. CROOKS 


1100-1120 Union Avenue 
1407-1419 St. Louis Avenue 


CHICAGO KANSAS CITY 


NeW YORK OFFICE: Woolworth Building 
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($R2| FAST FREIGHT SERVICE [fae 


SY 
MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO, 


VIA THE 





SOO LINE 





BETWEEN 





ALL POINTS ww THe EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


(% avold delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
This document must be delivered railroad agent at Initial point with the shipment and accompany same to Canadian port of entry. 


Boston, Mass., 40 Central St. 
Buffalo, N. Y., 409-410 Iroquois Bldg. 
Chicago, Ill., 707 Mer. Loan & Trust Bldg. 
940 Rookery Bldg. 
Chippewa Falls, Wis. 
Cincinnati, O., 409 Traction Bldg. 
Cleveland, O., 1040 Prospect Ave. 
Detroit, Mich., 311 Free Press Bldg. 
Duluth, Minn., 820 West Superior St. 
Grand Rapids, Mich., 414 Linquist Bldg. 
Indianapolis, Ind., 522 Merch. Bank Bldg. 
Kansas City, Mo., 788 Railway Ex. Bldg. 


AGENCIES 


Los Angeles, Cal., 605 So. Spring St. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 Wisconsin St. 
913 Majestic Bldg. 
Minneapolis, Minn., Soo Line Bldg., 5th St. 
and Marquette Ave. 
Neenah, Wis. 


New York, N. Y., Woolworth Bldg. 
Omaha, Neb., 1025 W. O. W. Bldg. 
Philadelphia, Pa., sag Bldg., Locust St. at 


Pittsburgh, Pa., 340 Sixth Ave. 

Portland, Ore., 55 Third St. 

St. Louis, Mo., 2050 Railway Exch. Bldg. 

St. Paul, Minn., 1112 Merchants National 
Bank Bldg. 

San Francisco, Cal., 675 Market St. 

Sault Ste. Marie, Mich. 

Seattle, Wash., 608 2nd Ave. 

Spokane, Wash., 1006 Old Nat’l Bank Bldg. 

Superior, Wis. 

Waukesha, Wis. 


Winnipeg, Man., 608-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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, Fhe : PIONEER TRANS-PACIFIC LINE. 


a ESTABLISHED 1867 





Unexcelled Freight Service 
NEXT SAILINGS 


Passengers and Express-Freight 


‘ From San Francisco to Honolulu, Yokohama, Kobe, 
Highest Shanghai, Hongkong and Manila Lowest 


Marine S. S. President a per ee a 14 Insurance 
ope gs S. S. President Cleveland sails.......... . 2 
Classification &"S" president Pierce sails............. 15 Rates 
S. S. President Taft sails............... . 29 
S. S. President Wilson sails............ . 13 


and every ] 4 days thereafter 


Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bldg., 108 West Sixth St. 
San Francisco, Cal. Los Angeles, Cal. 
142 South Clark Street, Chicago, III. 


Managing Agent U. S. SHIPPING BOARD 


10 Hanover Square 
New York City 
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A Dependable Service 
ie meno A 


ing the New England States with the 
South and West, and Eastern Canada 


with All Points South. 


DELAWARE & HUDSON SERVICE is co-ordinated with that of 


The Canadian Pacific Railway 

The Canadian National Railways 

The Quebec, Montreal & Southern 

The Boston & Maine via Mechanicville, N. Y. 
The Boston & Albany via Albany, N. Y. 

The Pennsylvania 

The Lehigh Valley via Wilkes-Barre, Pa. 
The Central R. R. of N. J 

The Erie ’ , 

The Lackawenne = Binghamton, N. Y. 


The Lehigh Valley via Owego, N. Y. 
And Their Connections 


Thus providing a dependable through service for the movement of fuel, raw materials, 
finished products and general merchandise between territories of large population. 


LESS-THAN-CARLOAD FREIGHT ROUTED VIA DELAWARE AND HUDSON has the advantage of 
unusually broad loading classifications, providing through cars east, west, north and south, to and 
from many cities in Massachusetts, New York, New Jersey, Pennsylvania, Maryland, Virginia, Michi- 


gan, Ohio, Indiana, Illinois and Missouri, or a short haul to transfer points making destination cars or 
loading to near-home transfers. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to 


do so. 
DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 
ALBANY, eae peepee Main 3380 


Ss IND chic anc waragieige deen soe SIDS NINERS oleae Nene bs Ebaasmanoeumeeite D. & H. Building 
SE ERD, PIN I 0:0 4:0 59 werent senewas Rane eee aCe Nae D. & H. Building 


ATLANTA, GA. 
Monte Pickens, 
— MASS.—Telephone Main 1323 
. H. Wheeler 


918 Healey Building 
429-480 Chamber of Commerce Building 


722 Ellicott Square Building 
cHicago, pa .—Telephone Wabash 8994 


A. Flanders, Jr 
MONTREAL, QUE.—Telephone Main 638 
James Fitzsimons General Canadian Freight Agent 238 St. James Street 
ss. YORK, N. P  saguaet Whitehall 5648 and 5649 


ax V. Be General Agent 1446-48 Woolworth Building, 233 Broadway 
eee -—Telephone 1500 


838-889 Transportation Bldg., 609 South Dearborn Street 


Division Freight Agent 191 Main Street 
PHILADELPHIA, PA.—Telephone Spruce 9436 
W. H. Ch 


General Southern Freight Agent 1109-10 Finance Bldg., 1420-26 South Penn Square 
eS taht PA. —Telephone Smithfield 1212 


General. Agent 518-514 Bessemer Building 
General Traveling Coal Agent 513-514 Bessemer Building 


Division Freight Agent. ° 101 Bridge Street 
SCRANTON, PA.—Telephone Bell 475, Con. 557 
J. J. 1 I, SID Io cn cicieteiod a dices opie-seie ele adleme ouaeweeswwsien D. & H. Passenger Station 
ST. LOUIS, MO.—Telephone Olive 1651 
J. B. Stewart. 
—- N. Y.—Telephone 765 
J. Forster 


1021-1022 Pierce Building 


Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. F. W. Nyland, Coal Freight Agent, Albany, N. Y. 
C. E. Rolfe, Ass’t Gen’l Traf. Mgr., Albany, N. Y. L. F. Perry, Ass’t. to Gen’l. Traf. Mgr., Albany, N. Y. 


W. J. Mullin, General Traffic Manager, Albany, N. Y. 


ey 4 SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
BETWEEN NEW YORK AND MONTREAL 
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“Way Down South in the Land of Cotton” 


The “Land of Cotton” now includes not only the Old South but stretches clear to the 
Pacific Coast along the Southern Pacific railroad and the Mexican border, dipping across the 
California line into the Mexican side of the great Imperial Valley. 










Texas leads all other States in the production of this staple, and in five States traversed 
by the Southern Pacific grows nearly one-half the cotton produced in the United States! 


Figures (in bales) for seasons 1923-4 and 1924-5 are as follows: 
1923-4 





*1924-5 
oe Ciwnnsgeas eek ibag oe wrk antes 4,557,000 












NG 8s oe ota eo eae ncgtare new eee 367,658 415,894 
ED i nncwriaeebaavieae erase ku neery 116,600 206,068 
CPO en en Ee 77,500 108,932 
DIE oc pwn iwvankars oanusaen Sees No record 71,000 
NN ted pS ti a oleae pint eh inland 4,901,758 5,358,894 
Saleem Staten Tetal.... 0. cccccvscces 10,128,478 11,934,000 


* Forecast, U.S. Dept. of Agr., July 21, 1924 
+ Includes Mexican side of Imperial Valley 













In Arizona, New Mexico, and in the Im- The production of the great staple in these 









perial Valley of California is produced the Southern and Western regions, served by the 
long staple cotton, very white, very long and Southern Pacific from New Orleans to the 
very strong, which commands high prices for Pacific Coast, rapidly increases, and the name 
manufacture of automobile tires. At Wing- “Cotton Belt” would appropriately describe 
foot, near Los Angeles, are cotton mills this portion of the Southern Pacific Lines if an- 


which consume large quantities of this cotton. other great railroad had not preempted the title. 








The tonnage of cotton and cotton products handled by the Southern Pacific Lines in 1923 
was: 














Cotton Cotton Cotton 
and Seed and Seed 
Linters Products Oil 






















ee ee BE eee 66,038 62,931 24,899 
Arizona Eastern Railroad.................. 13,562 7,267 4,167 
Texas and Louisiana Lines................. 456,031 253,718 63,310 
TRE, BE Sach Ren aeH ene bKK ee denna Rowe 162,447 3,464 3,343 


If you desire to learn about cotton, or grain, or fruit, or vegetables, or live stock, or copper, 
or lumber, or oil, or a long list of other valuable commodities grown, cut, caught, mined, pumped 
or manufactured in the Southern and Western Empire served by 13,000 miles of Southern Pa- 
cific rails (see our map on the cover), write nearest agent. 





A CHOICE OF CLIMATE, POPULATION, 
PRODUCTION AND INDUSTRIAL OPPOR- 
TUNITY UNRIVALED ANYWHERE! 


For information 


&) Address, ‘‘General Agent, Southern Pacific Lines’’ &) 
—The Postman Knows Him . 


ot i teeter FAT iC LINES 
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